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This study of the Suffolk County Airport 

at Westhampton now requires key decisions 

be made. These decisions involve policy 

changes which should assure an improved 

general aviation facility and employment 

and business catalyst for the citizens of 

eastern Suffolk County. Concurrently, with 

these improvements, a more viable revenue 

stream will be realized by the County to 

support the Airport's continued operation. 



j ~ntro. Res. NO. 1291-91 , Laid .on Table 3/19/91 
Introduced by Presiding officer '~l~denburgh 

RESOLIJTION NO. 268 -1991, blAKIMt3 A SEQRA 
DETERMINATION IN CONNECTION WITH THE 
PROPOSED 8 ~ 0 0 ~ ~  COUNTY AIRPORT MABTER PLAN 
UPDATE 

WHEREAS? the Suffolk County Council on Environmental Quality (CEQ) has 
reviewed a project designated as '!The Proposed Suffolk County Airport Master 
Plan Updaten, pursuant to Section 6 of Local Law No. 22-1985 which project in- 
volves the proposed plan update provides a guideline for determining short 
range needs as well as the consideration of long range forecasts' for future 
use and development at the Suffolk County Airport, including existing and po- 
tential use of the airport for aviation purposes, Air National Guard purposes, 
and industrial purposes; and 

WHEREAB, an Environmental Assessment Form (EAF) was prepared and submit- 
ted to the CEQ office by the Suffolk County Department of Planning and subse- 
quently sent out to all concerned parties; and 

WBBREA8, at its November 19 and December 12, 1990 meetings, the CEQ re- 
viewed the EAF and information submitted by the Department of Planning; and 

WHEREAS, the CEQ recommended that the above activity be considered a Type 
I action; and 

WHEREAS, the CEQ has advised,the County Legislature and County Executive 
by Memo dated December 17, 1990 of said recommendations; and 

WHEREAS, Section 279-5(H) of the SUFFOLK COUNTY CODE requires the Presid- 
ing Officer to introduce legislation for an appropriate SEQRA determination; 
and 

WBEREAB, the Suffolk County legislature has reviewed the EAF and CEQ reo- 
ommendations; now, therefore, be it 

RESOLVED, that this Legislature hereby determines that the proposed 
Suffolk County Airport Master Plan update constitutes an unlisted action pur- 
suant to the provisions of NYCRR Part 617 that will not have a significant ef- 
fect on the environment for the following reasons: 

1.) The ~i rport  Master Plan Update is conceptual in nature and is 
not a commitment to undertake any development; 

2.) Prior to implementation of any proposed development as 
outlined in the proposed Master Plan Update, SEQRA determinations 
will be made on a case-by-case basis as more specific information 
is known, when projects are advanced from the conceptual planning 
stage to an actual developmental proposal; 

3.) Any new construction or hazardous materials storage/handling 
operations at the airport will receive Health Department approval 
pursuant to Articles 6,7 and 12 of the Suffolk County Sanitary 
Code prior to construction or operation; 

4.) The proposed Plan proposes to maximize the use of disturbed 
areas loaated' to. the ' west of the existing fuel farm with t h e  
intention of minimizing further disturbance along the eastern half 
af the site; 

5. ) Existiw and fut~lre use&' will . not ' discharqe any .,toxic or 
hazardous substances into the ex jsting . communal sanitary .systems 
at the airport and will conform to the requirements of Article 6 
of the Suf folk ,County Sanitary Code;: 

6.) The potential constfi&tion.. of a sewage treatment plant will 
be considered' as a viable option, and be reviewed for its 
feasibility as well as upgrading the existing sanitary system; 

7. ) A mowing schedule of the grasslands at the 
worked out between the Department of Public Works 
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raye r 
. . , Ecology ae a potential mitigation measure. in order to maximize 

protection of the site's bird species; and 

8.) Existing leases within .the proposed buffer area adjacent to 
t h e  Quogue Wildlife Refuge will be phased out over time and a 
cooperative management .agreement with the Quogue Wildlife Refuge 
to manage the eastern porfion of tQe airport currently proposed 
for open space dedication should be looked into; and be it further 

RESOLVED, that a copy of this resolution shall'be filed with the Suffolk 
County Clerk, the initiating unit of said project, and with the Council on En- 
vironmental Quality; and, be it further 

RESOLVED, that in accordance with Section (21-4, A ( 1 )  (d) of the County 
Charter and Section 279-5 C(4) of the County Code, CEQ is hereby directed to 
prepare, and circulate a.SEQRA notice of determination of non-significance in 
accordance with this resolution. 

DATED : 

Co@ty Executive of Suff#k County 
v 

Date of Approval: 
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PREFACE 

At the request of the Suffolk County Legislature (Resolution 1309) the 

Planning Department was asked to participate in an examination of the 

practices of leasing space at the County's Airport at Westhampton. The 

assignment was to prepare a written report which would include an evaluation 

of the current uses of land, buildings, and facilities at the Airport and 

make recommendations as to how the Airport should be utilized to best 

promote and accommodate the County's fiscal and economia needs within 

environmental constraints. A preliminary report was given to the Health 

Committee in May 1989 which looked only at the health and safety issues at 

the facility as well as the primary "lease" issues. This document continues 

beyond that report to include an assessment of the options available to the 

County which meet their fiscal, economic and environmental needs into the 

future . 

Background 

Suffolk County Airport is located in the eastern portion of Suffolk County 

within the Town of Southampton, just outside the municipal boundaries of the 

Villages of Westhampton Beach and Quogue. It is physically situated 

between Sunrise Highway (State Route 27) to the north, the Long Island 

Railroad at its southern boundary, bounded on the west by Old Riverhead 

Road (County Route 31) and on the east by the Quogue Wildlife Refuge. 

The Airport facility was built as an Air Base in 1943 on County owned 

land, and most recently returned by the federal government to the County 

in 1970. Suffolk County Airport, comprised of 1,250 acres, is the last 

remaining significant acreage zoned for commercial and industrial 

purposes on eastern Long Island which is not currently under 

consideration for an upzoning or acquisition for open space. It has the 

recognized economic potential as a commercial and industrial center. 

The Town of Southampton, within whose municipal boundaries the Airport is 

sited, continues its 1970 Master Plan position with regard to the 

Airport, considering their policy statement still relevant today. 



"Particular attention should be given to the Suffolk County 

Air Base as the site for light industrial development with 

airport access." (p.33) 

While the County has kept its obligation, in accord with the 1970 

agreement, to maintain the Airport for general aviation purposes, the 

budget restraints have made the adequate maintenance of this aging 

facility difficult. However, over the past several years some, 

improvements have been made in the area of aviation safety and services, 

including the Control Tower, the Terminal Building, Airport Offices of 

Administration, new roofs on one of the DPW Maintenance buildings and the 

Power Vault building, as well as navigational aids. 

Previous Studies 

There have been two previous studies completed for the Airport facility. 

The first one in 1971 followed closely on the County's acceptance of the 

Airport from the U.S..Department of Defense. When completed by the 

consultant the recomendations of that study focused on the establishment of 

a major air cargo hub at the Airport, and was not implemented. The second 

study, completed in 1980, was a more comprehensive approach. While not 

accepted in its entirety (it also included an air cargo element) the Plan 

resulted in the implementation of several of its aviation safety 

recommendations, i.e. improved navigational aids, runway rehabilitation, 

taxiway lighting and signage. This was accomplished using the 

joint-funding from the FAA, NYSDOT available in their Airport Improvement 

Program (AIP) in concert with County capital program funds. Currently 

this funding combination would leave the County with only a 2.536 

responsibility for the costs of qualified improvements and equipment. 

Report Preparation 

Presented herein is an update of the key elements of the 1980 Airport 

Master Plan prepared under contract to Suffolk County by Trans Plan Inc., 

an aviation consultant. This in-house approach was considered viable 

inasmuch as the majority of the findings and recomendations in the 1980 

study are still valid. 



It was prepared by the staff of the Suffolk County Planning Department . . 

with no supplemental funding or staffing provided for its completion. 

However, the involvement of parties interested and impacted by the 

Airport was sought out. Special thanks are directed to the volunteers 

comprising the Airport Advisory Committee formed by County Executive 

Halpin, whose collective aviation knowledge assisted in the preparation 

of this report. 

Report Ornanization 

There are five ( 5 )  chapters to this Suffolk County Airport Study. They 

are titled as follows: Chapter 1 - Airport Inventory; Chapter 2 - 
Forecasts & Capacities; Chapter 3 - Development; Chapter 4 - Financing; 

and Chapter 5 - Airport Benefits. Under separate cover is an Executive 

Summary of this study document. 

The Report is designed to generate guidance toward policy changes and 

capital investment to improve the usefulness of the Suffolk County 

Airport for general aviation activity, to meet its economic potential to 

the region, to.become a self-sustaininn asset of Suffolk County, and be 

a "good neighbor" within its sensitive environmental location. 

- iii - 
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CEAPTER 1 - AIRPORT nuvEN!mRY 

There has been a steady increase in general aviation activity during the 

last decade, as well as a renewed interest by the County in improving its 

revenues at the Suffolk County Airport from the aviation activities as 

well as the non-aviation "incubator-type" business users of the existing 

buildings 

Section I - LAND USES 

A. Adjacent to Airport Existing land uses around the Airport largely 

consist of open land to the north and east of the facility boundaries. 

This use continues to the west, to the Brookhaven line, beginning behind 

a narrow strip of industrial and commercial uses having frontage on Old 

Riverhead Road (C.R. 31). Adjacent to the southern boundary of the 

Airport, within the Village of Westhampton Beach, the uses are of an 

industrial nature including an asphalt plant, a sand and gravel operation 

as well as an automobile junkyard. The intense development of the land 

to the south of the Airport also includes residential as well as 

commercial highway uses, extending past Montauk Highway to the shoreline. 

This area experiences an influx of population during the sunnner months 

when tourists and summer home activities increase. 

LOCATION MAP 

Airport Study - Inventory 



The character of this section of Southampton-is ~ o t  expected to change 

drastically in the future. By Town action major acreages of previously 

zoned in?.strial lands were upzoned for large lot residential uses as 

reflected in FIGURE 1 SO-N ZONING HAP. This substantially 

reduced the land zoned for industrial purposes to the confines of the 

Airport itself as well as a strip along the adjacent highway frontage, 

and lands to the north between the Airport boundary and Sunrise Highway. 

The land to the north of the Airport is comprised of approximately 900 

acres of industrial zoned land. Efforts are underway to acquire some of 

these lands for dwarf pine preservation. 

B. On the Airport The majority of the 1,250 acres of this property is 

used for the primary purpose of aviation traffic, including runways and 

their clear zones. As a result of the 1980 Study several important 

safety and navigational improvements were funded and completed. A 

listing of federally (FAA) assisted projects for the Airport are shown in 

FIGURE 2 FINANCIALLY V PBOJBCrS (FAA). 

Of the approximately 125 acres which are actively utilized on the west 

boundary of the Airport, the major tenant is the New York Air National 

Guard which has 75 acres, with the remaining 50 acres currently in use 

located just north of the Air Guard's compound. A few buildings are 

located on the eastern side of the Airport adjacent to the Quogue 

Wildlife Refuge. There is a pie-shaped area of open space (61.0 acres) 

at the northwest corner of the property which is under consideration as 

an addition to the Pine Barrens Preserve. The existing activities on the 

Airport are in three general categories (Leased Buildings, Civil 

Aviation, and Air National Guard) as depicted in FIGURE 3 EXISTING USE 

AREAS. 

C. Buildinn Area The Air National Guard have their facilities located 

within a 75 acre complex, which includes administration and support 

buildings and shops, several major hangers, large ramp areas and over 600 

feet of alert-type hangers. The alert hangers are currently used for 

helicopter storage and maintenance. 

Airport Study - Inventory 
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I Locat ion 
Airport 
Project No. 

W ESTHAM PTON 
BEACH 
( SUFPO1.K COUNTY 

EASTERN REGION (FAA) 

UNOBLIGATED, ACTIVE AND PINANCIA1,I.Y COMPLETED PROJECTS STATE NEW YORK 

Unobligated 
Tentative 
Allocation 

1 Grant * 
Agreement 

Final 
Fede ta 1 
Funds Description .of Work 

Replace/modify the electrical cable system to the ILS 
localizer and glide scope and fuel farm facilities 
(approx. 36'.000 L. F. ). 

Airport Haster Plan Study for Suffolk County Airport. 

Overlay Center Section (approx. 4000' x 150') 
Runway 6-24 with asphalt concrete. 1 

Replace power cable to north taxiway edge lighting 
system and R/W 24 SSALR. Install runway/taxiway 
intersection with signs (14 ea.). Replace R/W 24 
SSALR threshold bar. 

Install REIL systems on Runways 6, 15,  33 
Prepare Airport Property Map 

EA Form 2461 (11/63) * Required Suffolk County Committment 
of Capital Program Funds 



The main building area is immediately north of the Air National Guard 

complex. Adjacent to the runway there are four (4) hangers utilized, for 

aircraft storage with a capacity for 46 aircraft. On the landside it 

should be recognized that the buildings in use for commercial purposes 

were originally erected for military purposes including offices, machine 

shops, storage and other specialized uses. The majority of the buildings 

are in excess of 40 years old, of concrete block as well as wood frame 

construction and currently range between fair and poor condition. 

Seventeen (17) buildings were t o m  down in 1988 alone. Two (2) have been 

submitted for demolition approval (Building 190 - dining hall; Building 

68 - officers barracks). Five other buildings have been identified in 
11 poor" structural condition, while another 'fifteen (15) are in a 

condition referred to as "marginal". 

D. Runways & Taxiwavs The Airport has three major runways: 11 19, 6/24, 

and 15/33. They are all of concrete construction, 150 wide, and were 

built in stages from 1943-1958. The runways,,prior to the return of the 

Airport to the County in 1970, were used by the Air Defense Command (ADC) 

of the United States Air Force and were subject to frequent use by KC-97 

aircraft. The Air National Guard activity now uses Lockheed C-130 

aircraft for search and rescue missions. Runways 1/19 and 15/33 are in 

fair to poor condition, with 15/33 having a priority in scheduling for 

improvements. Runway 6/24 had some necessary improvements made to the 

center section as reported in Figure 2. Runway features are as follows: 

Runwav Lennth Lighting Marking 

1/19 5,000 ft none basic 

6/24 9,000 ft MRL instrument 

15/33 5,000 ft MIRL non-precision instmt . 

The existing taxiway system was designed for military operations wherein 

this layout provides the landing aircraft with limited exit locations 

from the runways. The "center" taxiway (intersection of Runways 6/14 and 

15/33 to the G.A./Terminal apron) and the "south" taxiway are in poor 

condition and need improvement ( i . e . surf ace overlay). 

Airport Study - Inventory 





E. Clear Zones The dimensions of a clear zone, as depicted on the 

Airport maps, define an area that should 'be kept clear of all 

obstructions so as to allow the proper landing approach slope to the 

runway in question. Below is a summary of the present clear zones and 

their dimensions (in feet) at Suffolk County Airport. 

Approach Inner Outer Approach 

Runwav Type Width width Lennth Slope 

15,33,1,19 Visual 250 450 1,000 20: 1 

6 "NP" Instmt 1,000 1,425 1,700 34: 1 

24 "P" Instmt 1,000 1,750 2,500 50: 1 

F. Ground Access Travelling west to east Sunrise Highway (S.R. 27) 

located to the north of the Airport serves,as a major access to the 

facility as does Montauk ~ i g h w ~  (S.R. 2 7 ~ )  on the south, with Old 

Riverhead Road (C.R. 31) at its western boundary, and on-site service 

roads connecting to the Airport terminal and general aviation area. 

All vehicle tr~ff ic to and from the Airport must use Old Riverhead Road, 

thereby placi& the greatest demand on this road as a feeder for the 

arterial roads to the north and the south. The maximum design capacity 

of this road, in both directions, is approximately 1,700 vehicles per 

hour. The amount of traffic the Airport currently generates is too low 

to affect the public roads adversely, therefore, no improvements other 

than normal maintenance are required in response to normal Airport 

. demands. Should greater use of the southern and eastern sections of the 

Airport occur road improvements would become necessary. 

In the way of public transportation, the Long Island Railroad (LIRR) 

provides limited rail service along this Montauk Branch. There is a station 

a short distance from the Airport. Rail service consists of five (5) 

Airport Study - Inventory 



daily trains in each direction between Montauk-and New York City (Penn 

station). Additional trains are usually added in the summer months to 

handle the increased demand during that period. 

Bus service for the Airport area is limited and infrequent. The Suffolk 

County Bus Route S-90 "Center Moriches to Riverhead", due to its 

alternate routing system, stops at the Suffolk County Airport two times a 

day. Those times are in the morning at 9:10 AM (from ~iverhead) and 4:35 

PM (to ~iverhead). Again, this lack of service is a function of demand 

in an area which is sparsely populated and automobile oriented. 

Section I1 - INFRAS~er(JRg 

Any planning of infrastructure needs for the present and the future needs 

of the Airport must first identify the location of utility services, and 

make an assessment the condition of the current system. The sixteen (16) 

maps depicting this information were prepared in 1962 by the U.S. Air 

Force still remain as the single graphic source for this vital 

information. The fact that the infrastructure for the Airport was begun 

in 1943 would indicate that if no significant structural renovations of 

buildings and their environmental systems, including heat, air 

conditioning, water supply, electric service and sanitary disposal, were 

conducted over the years, then a physical review ..f the basic 

infrastructure can be expected to reveal serious problems. 
- .  

A. On Site Needs The ability to sustain the operations that currently 

are sited at the Airport as well as the ability to attract commercial and 

industrial tenants to this property will depend in large part on the 

extent of the infrastructure support and services. Listed below are the 

obvious concerns, which, as stated above, need to be incorporated into an 

evaluation of the physical conditions. 

Airport Study - Inventory 
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Water Supply 

Electric 

Roads 

Parking 

Sewage 

Suffolk County Water Authority (SCWA) has an 8" 

l i n e  on ~ i ve rhead  Road adjacent t o  a water main ' 

on the  A i r  National Guard (ANG) property. 

Discussions a re  current ly  underway with the  

Airport Manager toward SCWA assuming 

responsib i l i ty  fo r  t he  water l i nes  within the  

Airport property. It is observed t h a t  a 12 inch 

public water l i n e  runs pa ra l l e l  t o  the  Airport 

from the  S.C. Water Authority connection, j us t  

south of Cook St reet ,  northward t o  Wallen S t ree t  

(Main Gate) turning w e s t  along Stewart Avenue. 

The si te is serviced with power, both underground 

cable and overhead l ines. Inqui r ies as  t o  

improvements t o  service have been i n i t i a t ed  with 

LILCO. This w i l l  become necessary should 

greater  u t i l i za t ion  of lands occur a t  the  

southern s i de  of the  Airport a s  w e l l  as  more 

intense use of the  developed western area. 

Most roads within the  Airport property have a 30 

f e e t  wide pavement. Improved t r a f f i c  

c i rcu la t ion  and intersect ion sa fe ty  designs must 

be pa r t  of fu ture development expansion. 

There a r e  numerous parking l o t s  through the  

building area a re  located adjacent t o  the  

av iat ion ac t iv i ty .  Due t o  the  l imited width of 

t he  a i rpo r t  roads t he i r  use f o r  on-street 

parking creates a sa fe ty  hazard. 

Currently cesspools a r e  u t i l i zed.  The sewer 

l i nes  used cas t  i ron f o r  4 inch pipe or smaller, 

and v i t r i ous  c lay fo r  6 inch l ines.  A 1962 

u t i l i t i e s  map shows several  cesspools abandoned. 

Airport Study - Inventory 



Fuel Storage Compliance with Article 12 for storage and 

handling of jet fuels' and other volatile and 

toxic products used at the Airport is enforced 

by SCDHS. 

B. Update Information Due to the dated (1962-1965) utilities maps on 

file at the Airport it makes sense that the various utility companies 

are currently examining the condition of the on-site water lines, cables 

and service boxes for adequacy and safety. This activity is.a first 

step toward negotiating with LILCO and S.C.W.A. to assume responsibility 

for the equipment. The inspection will also provide a more accurate 

identification of the real needs of these vital infrastructure elements. 

The septic systems also require examination as many are shown to be 

closed on the early utility maps. These inspections should be undertaken 

by the S.C. Health Department. 

Section I11 - LEASES 

A. Building Uses All uses and leases are subject to the review and 

approval of the Federal Aviation Administration (FAA) whose oversight is 

to insure that the general aviation purposes are continued in keeping 

with the 1970 Airport agreement. During its ownership, over the past 

twenty years, the County has leased the existing buildings and adjunct 

facilities to both aviation related and non-aviation tenants. The 

location of the majority of the buildings is on the western side of the 

Airport as shown in FIGURE 4 BUILDING IAXATION. 

Currently (8/90) there are 90 buildings (not including ANG's 37 

buildings) of which 38 are leased, and 4 slated for demolition. The 

Aviation Division of DPW uses 13 buildings including services in 

buildings !I142-gas station; !I144 & 163-garages; !/152-maintenance, and 

part of !I1 for the Airport Manager. Three other buildings are used for 

County records storage are !I42 (2,104sf) by the Sheriff , !I1 19 ( 1,548sf) 

by Real Estate, and !I1899 (1,295sf) by Purchasing. 

Airport Study - Inventory 





It was reported early in 1989 that eleven (11) tenants had moved off the 

Airport sites placing 14 buildings and 37,0I8 sif. back into the 

"available" inventory. Since May 1989 another eleven ( 11 ) tenants moved 

off the Airport site vacating 12 buildings and 20,224 s.f. Currently 

there are seven (7) leases pending, with 25 buildings available. 

B. Terms - Tenants assume occupancy of a building in its "as is" 

condition. The County maintains the grounds,. plows the snow, and 

provides 24 hour security. The tenant pays for all utilities, including 

the installation of new meters, and for improvements made to the interior 

of the building for the tenant's business. There are two fo rm of lease 

documents (a) Aviation, and (b) Non-Aviation, with additional insurance 

requirements and FAA language being added to the Aviation version. A 

"draft" lease document is enclosed at the end of this report. 

In addition to the lease payments, the non-aviation tenants also are 

required to reimburse the County for property taxes paid to the Town of 

Southhampton, school and other special districts. This tax payment is 

common practice applied to nonaviation uses located within municipally 

owned airport property. 

C. Current Occupants - In addition to the New York Air National Guard's 

use of 37 buildings (totalling 298,029 s .f . ) , there are thirty-three (33) 

tenants and one (1) sub-tenant utilizing 38 buildings (149,182 s .f . ) plus 

22.05 acres of land for related purposes. 

D. Lease Renewal - It should be noted that several tenants have multiple 

spaces which have staggered lease expiration dates affecting their 

operations. In practice a lease renewal or expiration date simply 

identifies the timing when new ratables are applied to the succeeding 

lease period. 

During 1990, there were thirteen (13) tenants in 11 buildings (37,020 

s.f. + 2.75 ac) whose leases expire, twelve (12) of which are seeking to 

renew. Of the twelve (12) tenants whose leases are due for renewal 
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between 1991 and 1992 only one (Sky E lec t r ic )  has l e f t  the Airport, due 

t o  a con f l i c t  with the  Town of Southanipton over zoning regulations. 

These tenancies represent 71,872 s . f .  in I1 buildings, plus 4.4 acres. 

The 1991 t o t a l  does not include the renewal of the  A i r  National Guard's 

fee  fo r  t he  "use" of the  Airport includes 37 buildings (298,029 s . f )  on 

75 acres, which 50 year term expires i n  the  year 2021. 

E. Re-Aporaisal fo r  Lease Terms The Department of Real Estate has an 

appraisal  prepared f o r  each new lease o r  lease renewal. Based on the  

appraisal ,  a s  t o  the  landlbuilding value and the cost  of services t o  t he  

tenant, a new lease r a t e  is determined. It is normal in  t h i s  type of 

r ea l  es ta te  report  t h a t  some judgements on the  appl icat ion of values 

(vis-a-vis comparable s i t e s  ) a re  exercised by the  appraiser i n  preparing 

the recommendations. 

An example of the  lease approach was found i n  an appraisal  issued August 

1988 f o r  Oldham Construction Corporation ( a  current tenant) who was 

seeking a 30 year lease fo r  t he  expansion of h i s  business on a vacant 2.2 

acre parcel adjacent t o  the  Airport Manager's of f ices.  The proposed use 

was t o  include the construction of T-Hangers fo r  storage of a i r c ra f t ,  

aviat ion sa les  and maintenance as  w e l l  a s  aviat ion pa r t s  sales.  In t h i s  

appraisal  it was determined t h a t  the  land values on the  Airport 's public 

ownership acreages a re  being considered as  equal i n  value t o  those off 
the  Airport i n  pr ivate ownership. 

According t o  the  pre-existing leases which are  scheduled f o r  review and 

renewal, now t ha t  t h e  moratorium has ended, the  ra tes  reportedly ranged 

between $1.50 and $3.50 per square foot. The approach t o  establ ishing 

renta l  r a t es  by individual appraisals  is based on a premise tha t  

municipally held land and pr ivate ly  held land are  equal i n  value fo r  

lease purposes. The typ ica l  real e s t a t e  pract ices of discounting t he  

value due t o  locat ion and building condit ion a re  applied. However, t h i s  

"equal to" approach w i l l  resu l t  i n  s ign i f i cant ly  higher per square foot  

ren ta l  cos ts  over t he  current Airport leasing rates.  The resul t ing 

higher costs is a disincent ive t o  t he  past  policy of encouraging new 

Airport Study - Inventory 



start-up (incubator) tenancies. Combining this marketplace approach of 

appraisals, and having no "caps" on increases applied over a multiple 

year tenancy, could dissuade most tenants. 

There is no indication of any existing lease policy which encourages 

aviation tenants, with terms differing from those of non-aviation 

tenants. These policies and practices now exist at other municipally 

operated airports, such as Republic Airport, where the differential in 

values for lease purposes between aviation and non-aviation tenants is at 

a ratio of approximately 5-1 to encourage aviation uses. 

F. Movin~ Out The anticipated appraisal increase made the decision for 

one company. A letter, dated April 5, 1989, was received by Mr. LaTrenta 

the Airport Manager, from an Airport tenant of 11 years, Comsaco Marine 

Corporation (Building 132). The contention of Mr. Westhoff, the 

President of the firm, was that the new appraisal-based rental rate of 

$4.50 per square foot represented a 62X increase over the $2.77 rate of 

the previous year. The additional PILOT payment requirement of 

non-aviation type tenants has boosted his rent an additional 40 cents per 

square foot, to a total of $4.90 per square foot. The condition of the 

buildings and the heating systems also come under criticism, as did the 

lack of area services and employee potential. Mr. Westhoff found a 

location in Bohemia for Comsaco in a facility that provides industrial 

amenities, including a modern HV/AC system, air conditioned off ices, a 

loading dock and high-capacity electric power. The move of Comsaco (May 

31, 1989) placed 17 people, many of them lifted out of the hard-core 

unemployed from the Riverhead area, back into the ranks of the 

unemployed. 

G. Location, Location... The leasing practice which places the Airport 

lands on an equal basis with the open market should take note of the 

comments of the appraiser in the previously cited Oldham Construction 

appraisal in describing the location of the property: 
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"The Town of Southampton, in an effort to protect the 

groundwater storage under these pine barrens, has changed 

the zonin~ of the ma.joritv of the residentially and 

industrially zoned land in this area to zones that require 

5 acre minimum plot sizes. This restrictive zoninp;, coupled 

with the apparent low demand for both residential and 

industrial use in the northerly part of Westhampton, are 

factors that I feel will have a tendency to further limit 

the already slow growth of this area. The subject's area 

has good access to the Sunrise Highway and the presence of 

the Airport are positive factors, however, other than tourist 

or recreation related growth and the uses within and near 

the airport. I feel that this area will not experience any 

maior development in the foreseeable future." 

The question still remains as to whether Suffolk County intended that 

their square foot lease terms are to be comparative with the marketplace? 

The Comsaco example is yet another reason to examine a new development 

approach and marketing niche for the Airport's potential as a commercial 

and industrial center in concert with its primary function as a general 

aviation airport. 

Section IV - ENVIRONWNl 

A. Soils The site of the Airport is located in a typically flat sandy 

region adjacent to the Pine Barrens Zone and over the proposed Central 

Suffolk special groundwater protection area (SGPA). The soil is made up 

of course Carvers sand and Plymouth sandy loam with some gravel in it. 

This forms an extremely porous substrate which accomodates very rapid 

percolation of surface water into the acquifer. As the name implies, the 

100,000 acres within Pine Barren Zone, (encompassing much of central 

Suffolk County within the Towns of Brookhaven, Riverhead, and 

Southampton) is visually dominated by pine trees, characteristically of a 

single species - the pitch pine (Pinus Rigida). On closer observation, a 
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low, often dense understory appears, consisting in the main, of two very 

similar species of shrubby or "scrub" oak (~uercus Ilicifolia and Quercus 

~rinoides). Taller species of oak are occasionally found and become 

common where the sandy soil of the Pine Barrens merges into more 

productive neighboring types. Most of the Pine Barrens, however, is 

dominated by the rather scattered low (in some places only 6-12 feet) 

pines as well as the unique species of dwarf pines (3-6 feet) as well as 

an understory of oak. 

The significance of this pine forest and the underlying water resources was 

recognized by Suffolk County in 1984 when it was designated for special 

protection, and development review powers were given to a new Pine Barrens 

Review Connnission. Following this action was the determination by the 

County's citizens to earmark substantial funds for the purchase of the 

dwarf pine acreages. 

B. Plants & Wildlife The Quogue Wildlife Refuge at the eastern 

boundary of the Airport is the most diverse source of vegetation in the 

area. Pine and oak trees dominate the landscape although red maples, 

fern, huckleberry and blueberry species are quite common. 

The animals which inhabit the Pine Barrens are types requiring little 

moisture and shade. Numerous types of birds, amphibians and mammals inhabit 

the Airport's environs, with the greatest cross-section of wildlife found at 

the Quogue Refuge. Two species of threatened bird that thrive at the 

Airport because of its low ground cover are the Upland Sandpiper 

(Bartramia longicanda) and the Grasshopper Sparrow (Ammodrammus 

savannarum). It is suggested that this is the only nesting area known on 

Long Island for the Upland Sandpiper. While the species are rare they 

are not endangered, but rather appear on NYS-special concern species 

list. They pose no danger to aviation since they are few and tend to be 

low flying. Another species which receives attention is the Northern 

Harrier (Circus cyaneus) who's hunting habitat is characteristic of the 

low vegetative coverage and openess provided by the Airport runways has 

been confirmed within the dwarf pines immediately north of the Airport. 
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Based on the 1990 avian survey at the Airport, conducted in June by the 

County's Ecology division, it is their considered opinion that the 

Airport provides utilized habitat for the three NYS-listed species 

previously mentioned, and, that it also provides a breeding habitat for 

at least two of these species who's grassland habitat is diminishing 

elsewhere on Long Island. 

The Airport, as a use, has the least negative impact upon the natural 

environment of any other contemplated commercial or industrial use 

requiring this amount of acreage. currently, of its 1,250 acres only 125 

acres (10X) are in active use. In addition the runways represent another 
# 

65 acres and the taxiways adds 31 acres for a total of 221 acres, which 

is still only 172 of the site, leaving about 1,000 acres open. However 

there are areas within the Airport which detract from its role as a good 

neighbor. Adjacent to the boundary of.the Quogue Refuge exists a 

man-made buffer devoid of any vegetation. While it may have served the 

former military use of the Airport as both a security perimeter and fire. 

break these needs are past. Consideration of planting a tough native 

ground cover, such as bearberry, to naturally erase these scars on the 

landscape would also make a positive contribution to the wildlife 

community. 

C. Hazardous Materials A survey of the individual tenants and their 

operations was conducted in May 1988 by the Bureau of Hazardous Materials 

Management of the Suf folk County Department of Health Services (SCDHS) . 
This survey was in conjunction with another report prepared at the same 

time by the Groundwater Resources and Reclamation Section (SCDHS) which 

outlined the past fuel spill problems experienced at the Airport facility 

at Westhampton. The concern about the environmental impacts of the 

individual tenants was also addressed at that time. 

The pursuit of cleanup alternatives of the major spills (80,000 gallons 

in 1967 and 10,000 gallons in 1974) at fhe fuel tank farm @ at the 

south end of the Airport property was reviewed by the Suffolk County 

Department of Health Services (SCDHS) and the New York State Department 
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of Environmental Conservation (DEC), in conjunction with the U.S. Air 

Force, to accurately identify the petroleum products spilled, its current 

chemistry (floating or dissolved), and its movement (if any). This 

information is needed in order to determine the apportionment of the 

substantial cleanup costs. From 1988 samples taken at on and off-site 

monitoring wells it was determined that the plume was a mixture of both 

JP-4 fuel (military aviation) and Jet A fuel (civil aviation). The prior 

attempts to simply apportion the responsible parties for the cleanup was 

halted when an investigation being conducted by the Air Force discovered 

some civil aviation fuel in the targeted military fue1,spill area. 

In July 1989 a meeting was held at the County Attorney's office between 

representatives of the involved parties to report the findings of the 

monitoring and determine the next steps to the resolution of this issue. 

It was recognized that further testing of the wells for more 

sophisticated examination should proceed immediately. In June 1990 an 

agreement was jointly drafted as to the remediation accountability of 

this site and the financial obligations of the parties involved. This 

agreement is is expected to be signed and is a precursor to the 

preparation of the "work plan" for submission for federal funding under 

the FUDS (Formerly Used Defense Sites) program of U. S. Army Corps of 

Engineers. The location of the fuel tank farm @ and other 

environmental hazards are depicted on FIGURE 5 BNVIRONHENTAL CONCERNS. 

Another hazardous condition is represented by the plume of petroleum 

discovered behind Building 140 @ commonly referred to as the Bauman 

Bus site, estimated at 20,000 gallons of JP-4 fuel which is currently 

being recovered and monitored. Of the three above-ground tanks that were 

also located at this site, two were removed in 1987 and the remaining 275 

gallon waste oil tank is "in compliance" according to the SCDHS tank 

inventory conducted during May 1988. This same inventory identified the 

tanks in both the civil aviation use and in the Air National Guard 

compound, noting compliance, periodic inspection schedules, 

modifications, and actions to be taken including upgrading the tanks by 

1990 in compliance with Article 12 of the Suffolk County Health Code. 
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The remediation of this site is included in the 1990 draft agreement 

previously mentioned. 

Other sites of known environmental problems are identified in FIGURE 5 

are the fire training area @) ; the canine kennel site @ ; the runway 

disposal area @ ; have, since the initial field investigation several 

years ago, ceased to.be used. The past investigations of these sites 

involved examiners from the Air Force Installation Restoration Program, 

which program addresses environmental problems at previous active air 

bases that are'now in non-military service. 

* 
A former airport sub-tenant, Jetson Air (#1220), was cited for repeated 

violations of Article 12 of the Suffolk County Health Code for the 

contamination of the groundwater with methyiene chloride traced to their 

airplane painting service. However, when the criminal case was 

dismissed against Jetson in 1985, the Firm simply left the Airport thus 

abandoning thirty 55 gallon drums of various hazardous wastes. The 

liability for these wastes was placed uion Malloy Air (the primary 

tenant) who has paid out approximately $25,000 in fees to various 

hazardous waste hpulers to remove the wastes from the site @ . 
Currently there remains a 550 gallon above-ground tank for industrial 

wastes, which tank, according to SCDHS, is "in compliance". 

Again, the continuation of existing uses do not pose a threat to the 

current quality to groundwater providing the installation and use of the 

materials is in strict compliance with current regulations. This 

protection should be supported with periodic inspections by SCDHS and the 

careful placement of monitoring wells, as well as necessary legal changes 

to insure swift enforcement and remediation when violations, whether 

accidental or by -design, occur. 

D. Noise While the normal vehicular traffic noise in and around the 

Airport property is expected to continue, in the vicinity of an airport 

the noise concern is usually focused on aircraft movements and 

activities. Without the technical knowledge available to re-examine this 
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subject, what follows is information .first published in the comprehensive 

planning document of the Airport prepared in 1980 by Trans Plan Inc. The 

information gathered was based on the FAA's Integrated Noise Model and 

still holds generally true in todays circumstances. 

In 1977 there were 28 civil aviation aircraft based at Westhampton. A 

based aircraft is one that utilizes one primary airport, usually one 

convenient to the owner. By 1988 the number had expanded to 80 civil 

aviation based aircraft which includes 62 single engine, 18 twin engine, 

1 jet engine, 2 helicopters and 5 gliders. The military (ANG) aircraft 

based at the Airport include 4 four-engine C-130's and 5 helicopters. 

During the last four years the total reported operations (a takeoff or a 

landing) at the Suffolk County Airport have declined from 161,978 (1986) 

to 104,731 (1989) of which approximately 12% annually were attributable 

to Air National Guard and other military operations. In June 1989 a new 

aircraft service was added to the aviation services when the Trump 

commuter helicopters began their limited season (June - September) 

operations between the Hamptons and New York City. This helicopter 

service has since been discontinued. 

A measure of the noise impacts of aviation operations, depicted in the 

form of a noise contour line is outlined on FIGURE 6 NOISE 

INPACTS. This graphic follows planning criteria established by the FAA 

which includes noise sensitivity ratings applied to their compatibility 

with general land use categories. The terminology of noise sensitivity 

around airports utilizes the term "Ldn" which is an abbreviation for the 

day-night average sound level, with the number preceding "Ldn" depicting 

the decibel level. 

There should be no significant effect on land uses located in areas 

having noise sensitivity levels below 65 Ldn. A chart of general land 

uses and their compatibility with aircraft noise levels is included on 

FIGURE 6 Adding to this information is a further explanation of land 

planning guidelines shown in FIGURE 7 LAND USE GUIDELINES (FAA). 
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LAND USE PLANNING GUIDELINES (FAA) 

"Ldn" Values Description of Noise Zones in Terms of Land Use 

< 65 Essentially no complaints are anticipated. Few activities 

will be affected by aircraft'sounds, although building 

'designs for especially sound sensitive activities such as 

auditoriums, churches, schools, hospitals, and theatres 

should consider sound control in areas close to the airport. 

Detailed studies by qualified personnel are recommended for 

outdoor places of public assembly in the general vicinity of 

the airport. 

65-75 Activities where uninterrupted communication is essential 

should consider sound exposure in design. Generally, 

residential development is not considered a suitable use 

although multi-family developments where sound control 

features have been incorporated in building design might be 

considered. Open-air activities and outdoor living will be 

affected by aircraft sound. The construction of auditoriums, 

schools, churches, hospitals and theatres and like activities 

should be avoided within this zone where possible. 

75 > Land should be reserved for activities that can tolerate a 

high level of sound exposure such as some agricultural, 

industrial, and commercial uses. No residential 

developments of any type are recommended. Sound sensitive 

activities such as schools, off ices, hospitals, churches, and 

like activities should not be constructed in this area 

unless no alternative location is possible. All regularly 

occupied structures should consider sound control in design. 

Source: AC 5070-6 Airport Master Plans 

FIGURE 7 
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The anticipated lack of development upon the vacant acreages to the north 

and west of the Airport prooerty, and the contemplated acquisition in the 

near future of some of these lands as open space will minimize issues 

involving noise impacts on uses adjacent to those boundaries of the 

Airport. Established development areas under the southern clear zone of 

the primary runway (Runway 6 ) ,  and new development .occuring under its 

northern clear zone terminus (Runway 24) may at some future time require 

field monitoring to determine the exact noise levels. 

E. Air Quality The level of operations and characteristics of the based 

aircraft and the Air National Guard's equipment is in line with the 

forecasts made in the 1980 Plan. The projections indicate that the 

pollution concentrations (peak hour) of solid particulates, sulfur oxides, 

carbon monoxide, hydro-carbons and nitrogen oxides, (even with the 

inclusion of the then-proposed air cargo operations) would be SOX less 

than the minimum standards set by both the EPA and NYS DEC. 

Water Quality The quality of the groundwater in the area of the Suffolk 

County Airport is a matter of critical concern in the future utilization of 

the Airport and the community at large. The recent acquisitions of large 

open space parcels for groundwater protection in conjunction with the 

planned acquisitions north of the Airport, should assure the availability 

of a high quality of potable water on the Airport itself. Combined with 

this activity are ongoing studies on the special groundwater protection 

areas (SGPA) from which policies will be established to enforce 
-7 , 

protection of these critical watersheds. While the Suffolk County 

Airport facility lies within the "Central Suffolk" SGPA Study Area, being 

located at the southernmost downgradient boundary means that the 

direction of flow is away from the main part of the SGPA. 
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Section V - FUTURE D E V E t . 0 ~  

The May 1989 Airport report to the Health Conunittee did not attempt to 

address the ultimate .development of the Airport property, but rather took 

a short-range narrow look at the health and safety impacts of current 

tenancy's and aircraft activity. 

A. Requests Since this study began communications have been received 

from persons, organizations, and municipalities seeking to site new 

activities on the Airport property. The inquiries include such uses as a 

materials recyling facility (MR.) for the eastern Towns; a fish 

processing/shipping plant; sports playing fields for a local school 

district; the relocation of the DPW highway yard (out of Riverhead); the 

relocation of the fuel depots of both the Fixed Base Operator (Malloy) 

and the Air National Guard; a complex of discount outlet stores; and 

consideration of a transportation center adjacent to the LIRR tracks. 

B. Benefits ' The Suffolk County Airport at Westhampton is a valuable 

asset, both to the County and the communties adjacent to its potential 

benefits. It is a common misconception to view the Airport as existing 

only for the benefit of those who fly, when in fact airports benefit 

everyone because they can attract new industry and new jobs. They can 

also provide the opportunity to accomodate essential municipal services 

which have proven most difficult to establish in built-up areas, such as 

the recycling facility and the DPW highway yard. 

Depicted on FIGURE 8 AVAILABLE LANDS are areas within the Airport 

property which do not interfere with the aviation navigation and runway 

uses and may be viewed as lands which, in a general sense only, could 

accomodate selected development in the future. 

The following presentation on the potential future use of the Suffolk County 

Airport is based on many of the recommendations of the 1980 Plan which are 

still valid. It should be remembered that the primary function of this 

1,250 acre facility is that of an airport for general aviation activity. 
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CHAPTER 2 - FOREWTS & CAPACITIES 

Upon completing a review of this segment on forecasts and the seven key 

elements discussed in CEAPTER 3 - DEVEWPMKNT as well as the financing 

methods available (CHAPTER 4), the next step is a critical decision as to 

what comes first, the investment to encourage the revenue, or the revenue 

to support the investment? To assist in that decision the following 

examination of aircraft and their operations as well as facility 

capacities to .meet future demands is presented. 

I. Based Aircraft 

It is estimated that less than 16 percent of the active aircraft owners 

in Suffolk County Airport's service area base their aircraft at the 

Airport. The lack of high-quality fixed base operator facilities has 

contributed to the Airport's inability to attract aircraft owners. 

One of the primary purposes of this study is to indicate the improvements 

required to upgrade the Airport to the point where it will be more 

attractive to general aviation aircraft. This will assist the Airport in 

meeting the aviation needs of the County and general public while 

increasing the facility's revenue potential. 

Under the most pessimistic circumstances, Suffolk County Airport will 

maintain its current share of based aircraft out of all the active 

aircraft in its service area. - 

A more practical outlook depicts Suffolk County Airport capturing the 

bulk of general aviation growth in the area due to the combination of 

improved services and its high quality airfield facilities (relative to 

competitive airports). The smaller private facilities in the eastern 

Suffolk area will probably experience only minor increases in based 

aircraft growth, partly as a result of their inability to raise the 

private capital needed to maintain and upgrade their airports to meet the 

needs of the general aviation public. 
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Under the most optimistic scenario for Suffelk County Airport, its 

facilities will be improved and thereby become a major attractor of 

general aviation tenants. Again, this will depend on the quality of the 

fixed base operator and the Airport services and attraction. However, 

this scenario also assumes that the larger airports will cut back, or at 

least hold their accommodation of general aviation at present levels, 

thereby pushing new aircraft tenants to other available airports. Should 

some of the smaller private airports close, Suffolk County Airport will 

become one of the alternatives for those aircraft previously using the 

private facilities. The following forecast reflects the anticipated 

growth of based aircraft at Suffolk County Airport assuming facility 

and service improvements are made. It does not assume any aircraft from 

the closure or the reduction of general aviation space of other airports.. 

11. General Aviation Operations 

, There are two classes of operational activity at the Suffolk County 

Airport, Civil (general aviation) operations and Military operations 

which are further identified between "Local" operations of aircraft based 

at the Westhampton facility and "Itinerant" operations which originate 

from other airports. Of the itinerant Civil operations the majority are 

training flights which use the benefits of the Airport reflected in its 

relatively unrestricted air space, the length of its runways, the 

instrument landing system, and the air traffic control service to 

practice touch-n-go and other training procedures. 

A review of the total operations reported at the Suffolk County Airport 

during the past four years (1986-1989) patterns emerged regarding the 
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operations by the different classes of activity. Using the 1989 totals . 

(104,371) as an example, Civil general aviation operations (93,477) 

accounted for 89% of the total, with the "Local" operations being 58,004 

(562) and the "Itinerant" operations being 35,473 (34%). The Military 

operations represented +10Z with 10,894, with "Local" being 6,973 

operations and the "Itinerant" being 3,921 operations by military 

aircraft. 

The pattern of operations that is used for forecasting purposes is by the 

percentages of aircraft activity. Share of total annual operations are 

assumed to be: Civil Local - 54% ; Civil Itinerant - 34% ; All Military 

- 12% . These percentages are applied to the forecasted total operations 

of 125,000 (1990) and 160,000 (2000). The total operational forecast for 

the year 2000 is conservative because it does not include any forecast of 

aircraft and operations which will be attracted here by the improved 

aviation facility as recommended in this Update. 

The preceding assignment of operational shares were necessary to forecast 

the capacity needs for hangers and tie-down aprons relative to based and 

itinerant Civil aircraft using the Airport. The defining of the annual 

Itinerant aircraft beyond the required design "peak" to the number of 

these aircraft which may actually utilize the on-ground aviation services 

was felt to be important to the revenue generation and expansion of 

services. Therefore, it is assumed in the forecasts (shown on the 

following page) for the years 1990 and 2000 that 70% of the Itinerant 

operations which enter the Airport controlled air space are on training 

. flights, with the majority of them performing touch-n-go training. Of 

the other 30% which enter the controlled air space only half of them are 

assumed to seek on-ground aviation services. The forecasted "peak" of 

Itinerant Civil aircraft for 1990 is 50, increasing to 83 aircraft per 

year by the year 2000. Accommodating Itinerant aircraft apron capacity 

based on the FAA required "peak" is considered 'overdesign' at this stage 

in the Airport's development, nevertheless it will be factored into the 

design and cost components. 
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111. Commuter Ooerations 

Any consideration to offer regular commmtter activity will occur only when 

an aircraft operator feels he can consistently obtain aircraft loads that 

will produce a profit. Commuter service is profitable at Long Island 

-MacArthur Airport in Islip because its geographical location within a 

densely populated market area. Airports such as Suffolk County and East 

Hampton are at competitive disadvantage to Islip for this aviation 

traffic. However, commuter service potentials in eastern Suffolk improve 

in the warm weather months when its transient population increases 

considerably. Last year's introduction of a helicopter commuter service 

between New York City and the Hamptons indicates there a seasonal 

market niche for this type of conmuter service. 

Finally, the quality of the air service offered will strongly affect 

passenger growth. It is anticipated that Long Island-MacArthur Airport 

will continue to offer Long Island's best commuter and scheduled 

passenger service, handling the excess demand for those travelers finding 

it inconvenient to travel to the New York City airports. Republic 

Airport is also capable of handling additional service because profit 

potentials are greater there (high population densities) even though its 

distance to the New York City airports is considerably shorter. Suffolk 

County Airport's future commuter potential lies in the summer tourist 

market and its intra-regional connection to the New York City Airports. 

The limited demand for cargo services with a Long Island destination is 
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being handled by Republic and Long ~ s f a n d ~ ~ a c ~ r t h u r  airports. Should 

additional cargo services be anticipated the only facility to handle them 

(in the future) may be the Grumman facility at Calverton, if it becomes 

available for such activity. 

IV. Airfield Capacities 

Unlike many other considerations of airports which can be quantified in 

absolute terms, the capacity of an airfield cannot be strictly applied. 

Instead, the purpose of establishing an airfield capacity is to create a 

guideline for the scheduling of plan implementation. 

The runway capacity of an airport is customarily measured in terms of 

Practical Hourly Capacity (PHOCAP) and Practical Annual Capacity 

(PANCAP). While the word "practical" is used in both terms, capacities 

determined are somewhat theoretical and can be exceeded in practice. 

Using a procedure outlined in the FAA capacity handbook, a practical 

hourly capacity (PHOCAP) of 127 operations per hour was determined 

which combined with an existing peaking level of 15X, yields a practical 

annual capacity (PANCAP) of about 230,000 operations. The revised 

forecast demand at the Suffolk County Airport should see about 160,000 

annual operations by the year 2000. 

The PANCAP cited was based on the 1980 aircraft mix and peaking 

characteristics as well as levels of touch-and-go operations. An 

investigation of general aviation airports handling approximately the 

same level of traffic as forecast for the Suffolk County Airport shows 

them operating a peaking factor of about 13 percent as opposed to the 15 

percent that was used in 1980. Applying this factor to the weighted 

PHOCAP of 127 operations per hour yields a PANCAP of about 280,000 

operations, which is safely within the forecasted demand. 

V. Hanuars and Tie-Downs 

There are five available open bay hangars at Suffolk County Airport 

providing a total area of 63,682 square feet. Based on a FAA standard 

of 1,225 square feet per hangared aircraft, this translates to a 
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calculated capacity of about 51 aircraft, however the "practical" hanger 

space is adjusted to 47 aircraft. A sixth hanger, a 10 unit "TIt type, 

can accommodate only single-engine aircraft, but brings the hanger 

capacity to 57 aircraft. Assuming that approximately 50 percent of the 

single-engine (based) aircraft will demand hanger space, with the 

remaining 50 percent using tie-downs, the forecasted hanger space demand 

will increase to 80 aircraft, 35 single-engine plus 30 multi-engine, by 

the year 2000. 

The privacy offered by T-Hangars is usually more important to the 

aircraft owner than is the convenience to be had by a location on the 

west side of the Airport in the open hangars. The term "hangar rash" is 

often used by owners to describe the minor damage to aircraft stored in 

open hangars. Hangar rash is an almost unavoidable result of the routine 

activity which occurs in an open hangar as aircraft are moved in and out 

and people circulate through the area (often handling tools or other 

items). This is to say that most aircraft owners, if they choose to 

hangar their aircraft, will pay extra for private space, as well as 

electric service and/or heat. Such private aircraft storage equipment is 

available in the marketplace in the form of either T-Hangars or Executive 

hangars. The T-Hangers are not manufactured solely for single-engine 

aircraft but are also available for light multi-engine aircraft. 

For an estimate of the types of hangar space required, it is assumed that 

all multi-engine aircraft would be hangared along with 502 of the - 
single-engine based aircraft. The projected hangar facility needs are: 
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It was previously cited that all multi-engine aircraft will be hangared . 

in open bay hangers, while single-engine aircraft could be acconnnodated 

in both open-bay and the one 10-unit "T" hanger, which can only 

acconmodate single-engine aircraft. Using this approach, with 47 open bay 

hanger spaces estimated to be available, the 1990 demand for all 18 of 

the multi-engine aircraft could be met along with 29 of the single-engine 

aircraft in these hangers. Another 10 single-engine aircraft could be 

placed in the 10-unit "T" hanger. While current hanger space (57) would 

meet the forecasted hanger accommodation needs for 1990 (53), it falls 

far short of the year 2000 demand to hanger 80 aircraft, requiring an 

additional 30 hanger spaces. 

The current hangar space inventory includes building t1220 (6,000 s.f.) 

which was previously utilized as an aircraft painting facility by Jetson 

Air, and has sufficient area to accommodate 5 aircraft, but was 

identified as an environmental concern in CBbPTEEl 1, Section IV - 
ENVIROMENT. If this hanger should be determined to be unuseable for 

aircraft storage, due to its environmental risk, the reduction of hanger 

capacity by 5 aircraft, to space for 52 aircraft. Also included is 

building /I312 (16,654 s. f. ) known as Hangar "D". In the 1980 Plan it was 

reported that this building was in need of extensive repairs, and if 

these repairs were undertaken and proper maintenance was performed 

throughout, additional hangar spaces could be provided. Malloy Air, a 

fixed base operator (F.B.O. ) obtained an amendment to their lease in 

1980, adding this hangar to their facilities inventory at no cost, for 

the purpose of improving the building to accommodate aircraft. The last 

Airport audit by the County Comptroller (1986) levelled severe criticism 

at the F.B.O. for the poor condition of the building. Since that audit 

Malloy Air has taken steps to improve the building and it is assumed that 

the prescribed number of aircraft ( 13) can be adequately accommodated. 

The tie-down area must meet peak demands over and above those of the 

normal based aircraft. The main concern is to reserve an area sufficient 

for future forecasted demands. As determined from the projected based 

aircraft and assuming that the previously determined number of hangar 
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spaces will be available, an area large enough-to tie-down aircraft 

should be designated on the airfield representing the year 2000 service 

demand for 120 based aircraft and 83 itinerant aircraft. The number of 

itinerant aircraft cited reflects the "peak" demand by discounting the 

touch-n-go training flights in the itinerant aircraft operations 

VI. Apron Area 

The requirements for apron area are dependent upon the number of based 

aircraft, operations (by type) and the layout of the airfield. The 

aprons will be expected to serve four separate and distinct functions. 

Normally the Itinerant/Fuel Apron are combined. . However, since there .are 

only two specific fueling areas along the entire flight line, the 

requirements are broken out separately. 

* Hangered aircraft (pavement around the hangers) 

* Aircraft tie-downs 
* Aircraft fueling and transient aircraft parking 

The guidelines used for determining these requirements are from the FAA 

Advisory Circular 150/5300-4B, as follows: 

Hannar Apron - 4,000 square feet per aircraft served. 

("served" is approximately 502 of based aircraft - 
44 in 1990, 60 in 2000) 

Tie-Down Area - 2,800 square feet per aircraft served. 

("Served" is approximately 50iZ of based aircraft - 
44 in 1990, 60 in 2000) 

Fuelinn and Itinerant Aircraft Apron - 3,240 square 

feet per peak number of parked itinerant aircraft. 

For this study the required area is further split 

Itinerant Apron (2,800 s.f.) and Fuel Apron (440 s.f .) 

("Peak" itinerant aircraft projected on the apron - 
50 in 1990, 83 in 2000. ) 
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Based on the preceding FAA standards, the apron areas required a t  the 
-. - 

Suffolk County Airport are as  follows: 

In addition t o  that area of the apron that is t o  be reserved for  

tie-downs, some apron area w i l l  be needed for  maneuvering into and out of 

the hangars. A comparison between the Table identifying actual 

Fl ight l ine Needs (p. 47) and the preceding Table w i l l  re f lec t  that a major 

portion of the required apron areas already ex is t  on the Airport. 

VII. Terminal Area 

The existing terminal building located jus t  north of the control tower 

provides an area of 4,300 square feet.  Since the 1980 Plan, 

improvements have been made t o  t h i s  f a c i l i t y  t o  accommodate general 

aviation act iv i ty .  Future improvements may be needed t o  accomodate 

commuter service, or other aviation demands. However, there are some 

near-term changes tha t  should be made t o  improve the value of t h i s  

Airport t o  general aviation users. These changes would include an 

improved p i l o t ' s  lounge, equipped with weather and chart data t o  ass i s t  

in  f l i gh t  planning 

VIII. Vehicle Parkink 

The general aviation demand fo r  vehicle parking a t  the -Airport (using 

the FAA standards) is expected t o  be approximately 1.2 automobiles per 

peak hour a i rc ra f t  operation (excluding those i t inerant  a i r c ra f t  

operations associated with touch-and-go' s )  . This includes consideration 

for  cars l e f t  a t  the  Airport for  more than an hour a t  a t i m e  as well as  
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the fact that many cars do not remain at the Airport but merely "drop 

off" or "pick up" passengers. It is expected that Suffolk County Airport 

will experience no problem in meeting the parking needs of its users. 

IX. Air National Guard 

The New York Air National Guard (NYANG) maintains extensive facilities 

at Suffolk County Airport. Located on 75 acres the ANG facilities 

include administration and support buildings and shops, a new 

Crash/Fire/Rescue building, several major hangars, large ramp areas, and 

over 600 feet of Air Defense Command type alert hangars currently used 

for helicopter storage and maintenance. The six new Blackhawk 

helicopters due in 1990 will be able to be accommodated within the Air 

Guard's existing facilities. 

It is expected that total military aircraft operations will, over this 

implementation period, remain within the scale of 15-18,000 operations a 

year. Therefore, since the mission of the unit is not expected to change 

the existing facilities are sufficient for the present demand. 

X. Fueling Facilities 

The Airport had the following total storage tank capacities (gallons) of 

the various types of fuel and lubricants: 
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The majority of the tanks are in compliance with the requirements of 

Article 12 of the Suffolk County ~eal th  code. There are only two (2) 

tanks not in compliance, which will be removed when the new F.B.O. 

(Malloy) fuel tank farm (behind building 11344) is completed in 1990. 

Seeking to comply with Article 12 of the Suffolk County Health Code, and 

the 1990 deadline for tank modification or replacement, two key users of 

the existing aviation fuel tanks have submitted their plans to erect new 

fuel storage capacity at another location. Malloy Air, the F.B.0, is 

seeking to place his new fuel storage tanks behind Hanger "C" (Bldg 344) 

which it leases and is located adjacent to the western area flight-line 

and the ANG complex. Also, the Air National Guard has inquired of the 

County about the availability of an additional 5 acres in the vicinity of 

the existing fuel farm, on which they would relocate their fuel storage 

supply. These new fuel depots would utilize above-ground tank 

installations in compliance with the Health Code and specific fire safety 

construction codes governing aviation fuel depots (NFPA Standard 30). 

XI. Access Roads 

The review of the access roads within the Airport generally indicates 

that some upgrading of the pavement quality and some intersection 

improvements would contribute to the safety and use of the facilities. 

In addition to this upgrading there are two site-access deficiencies. 

The first is the access to the southern section of the Airport. 

Anticipating the implementation of the municipal uses (Highway Yard, Fuel 

Depot, and a possible Recyling Facility) along the access road which runs 

parallel to the Airports southern boundary, some pavement improvements 

are needed to accommodate these heavy vehicle use functions. More 

importantly, there is a need for the County to acquire private land 
. . 

opposite the southern gate to accommodate the safe highway design (i. e., 

N. J. Left Turn) to move the flow of traffic safely into the Airport at 

that point. Immediate County action is also needed to acquire a small 

out-parcel (70x100), in this same area, which intrudes into the Airport 
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property. Known as "The Me%ican Hut" the site-contains two dilapidated 

buildings. The owner is contemplating the placement of an automobile 

service shop on the site after removal of the buildings. 

The second is to provide a new entrance road to link the area at the 

north boundary of the Airport to Old Riverhead Road (C.R.31). Assuming 

that development of the industrial technology park area occurs, as well 

as some uses on part of the 20 acres north of that site, there should be 

some alternative traffic reliever to Old Riverhead Road. The existing 

Airport access road which terminates on the east at the private 

Mini-Storage facility should be appended to extend west from the access 

road 400 feet to Old Riverhead Road, at a point approximately 1,200 feet 

south of the proposed Preserve, and immediately north of the proposed 

industrial park. This would permit the activities at the north end of 

the Airport to have access that will not interfere with traffic in the 

more intensely developed area of the Airport. The cost of improvements 

to other existing access roads should be borne by the beneficiaries of 

this improvement. Another example of cost being borne by the 

beneficiaries would be on the southern access road which may require 

improvements due to the vehicular traffic that will be using it, and 

particularly by those needing to get to a specific activity east of the 

existing fuel farm. 

XII. Crash. Fire and Rescue 

All of the Airport's fire vehicles and snow removal equipment are owned 

and operated by the NYANG and are stored at their new CFR facilities 

adjacent to Building 344. 'As part of their Airport use lease agreement 

the ANG responds to on-site aircraft accidents. In addition, an annually 

renewed agreement between the County and the Village of Westhampton Beach 

for emergency (firejrescue) services is provided. This agreement covers 

the landside buildings, not involving aviation accidents. According to 

the lease agreements the F.B.O.'s are responsible for the maintenance of 

the tie down and fueling areas, including the removal of snow. For the 

anticipated growth of general aviation activity as well as the landside 

Airport Study - Forecasts 

38 



commercial and industrial building activity, the management and services. 

of the Airport should, with its own equipment, be able to provide its 

tenants certain basic needs, including fire protection and snow removal. 

XII. Air Traffic Control 

The air traffic in the vicinity of Suffolk County Airport is under the 

control and jurisdiction of the New York Air Route Traffic Control 

Center (NYARTC) at Long Island-MacArthur Airport. In addition, the 

Suffolk Air Traffic Control Tower during its operating hours controls 

the air traffic in the immediate area of the Airport and assures a 

smooth and safe transition of aircraft from en route to a landing, or 

vice-versa. The Control Tower also handles the airside ground traffic 

at the Airport. 
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Suffolk County Airport is an important segment of the air transportation 

system on Long Island. It should be maintained and improved to meet 

future aviation needs. It is also a unique and important asset to the 

economy of eastern Long Island in the diminishing commercial and 

industrial sites available to attract new businesses and job 

opportunities. 

Section I - MISSION STATEHEWI 

Purposes 

Airport Mission Statement 

These rules and regulations are promulgated to provide for the orderly 

administration of Suffolk County Airport, to insure as much compatibility 

as possible between aircraft operations and the surrounding residential 

development, to enhance public safety, and to promote growth: 

Intentions 

1) Suffolk County Airport is an important regional asset. It provides 

significant transportation and economic benefits to both Suffolk County 

and the adjacent communities. The policy of the County of Suffolk shall 

be that ~uffolk County Airport continue to better serve this region by 

retaining its existing role as a general aviation airport. 

, 2) Since it was acquired by Suffolk County in 1970, Suffolk County 

Airport has accommodated the region's need for an airport devoted to 

private, business and charter aircraft, as well as the air/sea rescue 

operations performed by the Air National Guard. Because Suffolk County 

Airport is situated in the eastern part of Long Island, surrounded by 

substantial acres of environmentally sensitive pine barrens open space, 

with a residential and seasonal community development at the southern 

boundaries of the facility, its role is for use as a general aviation 

airport is proper. The Long Island-MacArthur Airport satisfies the 
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- - demand for scheduled air carrier services and light cargo operations. 

Suffolk County Airport will be improved to enhance the economic 

development of the eastern Long Island region through better services to 

its users of general aviation, transportation through business and 

charter aircraft, and the activities of the commercial and industrial 

firms. To this end, the following on-airport improvements are 

considered appropriate: new and improved access roads, upgraded 

infrastructure services, aircraft ground handling facilities (including 

hangars), navigational aids, fueling facilities and maintenance 

services. 

3)  It is recognized that as Suffolk County Airport makes these 

improvements and provides greater regional benefits, it imposes greater 

local costs and environmental impacts on its neighbors and host 

communities of Southampton and Westhampton Beach. A balance between 

these sometimes conflicting interests will be achieved. 

4) In cooperation with the aviation users steps will be taken to 

minimize intrusive aircraft sound, including several airport 

improvements to facilitate proper runway use. Should the current Ldn 65 

contour .consistently encroach into the existing residentially developed 

areas, steps will be taken to improve noise performance standards. 

5 )  To provide support for local governments and schools, a "Payment in 

Lieu of Taxes" (PILOT) program shall be continued. Each non-aviation 

economic endeavor shall contribute to connnon needs without preference or 

inequity. Airport users will contribute in proportion to their 

consumption of services. 

6) To become a better neighbor Suffolk County Airport will work with 

public officials, town governments, and the surrounding residential 

connnunity to substitute apprehension with trust and good will. This 

can best be achieved through coordinated land use planning, public 

information and understanding, and constructive public administration to 

safeguard the community tranquility and foster regional economic growth. 
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Section I1 - D~~ 

There are seven major development elements of the Airport's growth 

listed below, but they are not listed in any order of priority. The 

major development elements are outlined in "bold". Following their 

brief listing, all the elements are discussed in more detail. 

Concept 

A. Maintain Present Make no major improvements in 

Facilities. airport facilities. Continued 

maintenance. 

B. Enhance general Linear development along taxi- 

aviation (provide new way with minimal utilities 

hangars and tie-down relocation. 

arkas as needed). 

C. Develop c~m~erc ia l f  Block of development behind 

industrial park. general aviation and south of 

perimeter road. 

D. Operating airfield im- Complete the parallel taxi- 

p r o v e ~ ~ t s  (including way along Rwy 6/24. Overlay 

taxiways to improve Runway 15/33. 

efficiency). 

E. Attract commuter air- Requires no change in air- 

line service. field. Impact on existing 

passenger terminal would be 

examined at time of service. 

F. Restructure leases Requires a differentiation between 

of tenancies and aviation and non-aviation rates 

the approval process tables to encourage aviation 

and aviation-related services. 
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G. Management approach County contracts for profess- 

change, to improve ional ~ i r ~ o ' r t  Management 

the fiscal health of Service firm while retaining 

the Airport operation. County oversight. 

Element A: MAINTAIN PRESENT FACILITIES - This alternative assumes that 

no major improvements would be made at the Airport. A minimum amount of 

improvement in the character of the facilities would occur. The Airport 

would be financially underwritten by the County in much the same way as 

it has in the past. Only necessary maintenance projects would be 

performed. 

The following list suggests some of the major maintenance-related 

projects that would be required to continue the current use of the 

Airport, and are illustrated in FIGURE 9 -CE PROJECTS. 

1. Overlay Runway 15/33 (5,000 ft. 1. 
2. Repairs to existing buildings and removal of 

deteriorated buildings. 

3. South taxiway lighting. 

4. REILS* on Runways 15, 33 and 6. 

* (Runway End Identifier Lighting System) 

5. VASI* on Runway 15. 

* (Visual Approach Slope Indicator) 

Service to Communities: This alternative would result in no increase in 

the ability of the airport to meet the present or future aviation needs 

of the potential service area. In effect, the level of service would 

decline in a relative manner as the extent of unserved needs increased 

over the 10 year period. It would be presumed by this approach that the 

County has determined to forego any actions to attract business into a 

new planned connnercial/industrial technology park at the Airport. 

Development Costs: Element A would require no additional investment in 

new facilities at the Airport. It would, however, still 
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-- - require the commitment of Capital Funding to accomplish the four 

aviation items previously listed. 

Environmental Impact: It is expected that there will be approximately 

the same noise and air pollution resulting from the "maintain present 

facilities" alternative as there would be from a full development 

alternative. 

If improvements are instituted, the main use of the airfield will be by 

based aircraft operators. However, if no changes are instituted, the 

main use will be by visiting aircraft with the same number of average 

daily operations and, therefore, the same amount of noise and pollution. 

~ost/Benefit Evaluation: There are no additional costs or benefits 

associated with this alternative. 

Financial Viability:. The financial viability of making no improvements 

to the existing facilities is poor. The Airport would continue to lose 

money and would not gain any additional revenues resulting from the 

dimunition of activities, requiring the County to increase its 

underwriting of the facility with taxpayer dollars. 

Element B: ENHANCE GENERAL AVIATION - Enhancement of general aviation 

involves the provision of new hangars, tie-down areas as per projected 

demands by the year 2000; involves linear development along taxiway, 

preservation of utilities. Shown on FIGURE 10 ENWNCKD GENERAL 

AVIATION are the specific items of development. 

Service to the Communities: Enhancement of general aviation facilities 

would involve an increase in available storage space for private aircraft 

in the area. It would therefore result in increased service and 

convenience, and revenues. 
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- - Development Costs: The cost of improvements shown below are for 

additional elements needed to meet the requirements of the year 2000 

forecast. The figures shown are the sum of the differences between what 

is currently available and what will be needed. The cost for apron is 

based on the federal pavement standards and the median of the FAA quoted 

price range per square yard installed. The only significant item is the 

need for Itinerant apron to meet the federal airport planning standards 

that provide for the "peakft forecast for this aviation class of 

activity. The T-Hanger costs are for units which can accomodate light 

multi-engine aircraft. Again it should be noted that the County's 

portion of the shared-funding of costs is only 2.5% of the eligible 

projects total. The items listed below are all eligible costs for 

shared-funding. 

In addition to the flight-line area on the western side of the airport 

there are two other sections shown on FIGURE 12 AIRPORT LAND USE PLAN 

which are set aside for general aviation expansion. They are sited on 

the taxiways of the Airport, one on the south side, where some activity 

already exists, and the other on the east side. The timing of the 

aviation development of these two areas, beyond that which now exists, 

will depend on future "demand". 
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Environmental Impact: The proposed enhancement of general aviation 

facilities is not expected to significantly affect the number of flights 

arriving and departing from Suffolk County Airport. It expected 

that Suffolk County Airport will still be used for training and 

practice, but without providing the additional hangarltie-down space 

the facility could not adequately handle the parking of the forecasted 

aircraft on the site. The air and noise pollution resulting from the 

arrival and departure of aircraft is expected to be approximately the 

same, with or without the provision of additional hangar and tie-down 

space. 

The impact associated with storm water runoff from the additional apron 

areas is a concern which will be addressed in the development approval 

process. The area to be used for general aviation facilities is 

presently partially covered with buildings and pavement. Under this 

program, the final general aviation development would add approximately 

248,000 square. feet of additional impervious surface. This adaiti-on is 

approximately 2.75 percent of the present impervious surfaces on.the 

airfield (existing surfaces of pavements and buildings are estimated at 

9.05 million square feet). However, all storm runoff water fromthe 

general aviation area can be controlled to protect the ground water 

quality and assure a regulatory standard of recharge. 

CostIBenefit Evaluation: Since all general aviation facilities under 

this alternative will be directly or indirectly related to other 

revenue-producing items, the total financial viability should be tested. 

The additional general aviation activity would be expected to create 

approximately seven (7) new jobs at the Airport for the average year. 

At an annual salary of $22,000 (1987 average for Suffolk county) would 

generate $154,000 per year, and with an economic multiplier of 2.5, this 

would amount to $385,000 per year. 

Financial Viability: Providing additional facilities to enhance general 

aviation would increase the financial viability of operating the 

Airport. It is anticipated that, depending on the progress made in 
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.LI - implementing the recommendations of this Update, the revenues returned 

from the improvements will equal (and possibly exceed) their costs by 

the year 2000. A cost saving could be realized by deferring a portion of 

the apron addition needed to meet the forecasted "peak" Itinerant 

aircraft demand for apron. Its installation could be tied to a demand 

factor which would be documented by the Control Tower as to the "peak" 

itinerant aircraft activity. 

El-t C: DEVELOP COMMERCIAL/INDUSTRIAL TECHNOLOGY PARK - This 

alternative consists of utilizing a portion or portions of the Airport 

that are not needed for aviation or aviation-related functions for new 

commercial and light industrial uses. Non-aviation "uses" would be in 

conformance with uses permitted by the Town of Southampton Zoning Code. 

Due to the unique layout of an airport, it is not feasible to conform 

the land uses to the strictures of the bulk and height regulations of a 

5 acre Industrial zoning district. The eventual uses at the Airport 

will include aviation-related industry, business office park, a 

"technology park" of industrial buildings as well as the continuance of 

incubator-type businesses.in several existing buildings on the Airport. 

A caveat to the type of usesto be encouraged, is that they do not now 

exist within the Town and that their activity is environmentally safe 

due to their sensitive groundwater location. The area of the Airport 

that is most suitable for new development is the already disturbed 

western portion. There are many advantages to this side of the Airport 

for the development of a commercial/ industrial technology park. In 

addition to being adjacent to the aviation activity center this area 

already has easy and convenient access, as well as existing utilities, 

streets and visibility. 

The potential of an industrial park should not preclude the continuation 

of existing the long-term tenancy's. For short-term tenancies which are 

currently located in areas designated for uses for which their activity 

does not qualify, some movements have to be made. For incubator-type 
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tenants, at the expiration of their existing leases, the re-use of 

available existing buildings within the area designated for Incubator 

activities should be pursued. Aviation and aviation-related tenants 

will be encouraged to locate close to the flight-line in areas so 

designated for these uses. 

Service to the Communities : Establishment of a commercial/ industrial 

technology park at the Airport would provide an increase in many 

available services to the communities. Not only would this "park" offer 

opportunities for new business in the area, but it would also provide a 

new employment resource as well as new service opportunities to existing 

local businesses. Incubator-type facilities for "start-up" businesses 

will also be encouraged, using existing buildings. 

Development Costs: The County's costs incurred in the development of a 

connnercial/industrial technology park should involve only the expenses 

related to removal of some existing facilities, likely upgrading of the. 

infrastructure and some re-construction of access roads. However, even 

these costs can be mitigated through the use of NY State programs of 

financial assistance which can include the providing of infrastructure 

funding in siting companies under the Industrial Access Program, with 

the main entrance road (Wallen Street) eligible for AIP joint-funding. 

Environmental Impact: Establishment of the commercial/industrial 

technology park would initially have a temporary disturbance during the 

construction phase which can be mitigated by advance planning. The 

facility will attract more people to the airport and consequently more 

automobile traffic. However, the environmental impact of this traffic 

increase is expected to be negligible. 

Development of the park would also involve improvement of the visual 

quality of the site, new plantings, buffer strips, and an improvement of 

the overall appearance of the area. The new development could be 

limited so as not to generate any substantial increased demand on 

utilities than their current capacity to provide, unless upgraded. 
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& - ~ost/Benefit Evaluation: Assuming the application of 30% building 

coverage to the six 60,000 s.f. Commercial lots, and a similar coverage 

to the eight 80,000 s.f. Industrial lots, the following salary revenues 

and economic benefits are expected: 

Financial Viability: Establishment of an airport commerciallindustrial 

technology park would increase the financial viability of the Airport's 

operation. A base revenue streaia would be generated from the land 

leased over a twenty-year period at 10% of fair market value, with the 

buildings being constructed by the private entreprenuer. 

The ."fair market value" determined in the appraisal of Homan Boatyard 

(2/90) was $18,000 per acre. Assuming that 25 acres of land is leased 

for the Commercial & Industrial Technology Park elements at $1,800 per 

acre (10X of the fair market value) it would return a minimum "land" 

lease revenue of $45,000 in its first year. Using a 52 CPI this annual 

revenue figure would increase to $73,300 by the year 2000. Add to this 

the economic value of the new buildings and improvements as well as the 

job revenues generated by the Office Park and the Industrial Technology 

Park development. 
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As the County will not be building the structures in the 

connnercial/ industrial technology park the lease negotiations with the 

developerltenant will require consideration of the cost differential 

between the land valuation and the value of the fully developed parcel. 

Therefore, the County should seek the cooperation of the municipalities 

in providing structured tax-abatements to these non-aviation related 

tenants. The County's need to place the Airport on a self-sustaining 

path means that we should encourage the efforts of potential investors 

in the Airport's development by utilizing all the available economic 

tools, including industrial revenue bonds and infrastructure funding 

assistance. 

Element D: COMPLETE AIRFIELD IMPROVEMENTS - Two new taxiways were 

considered in the 1980 Plan, which if buil.t, would have contributed to 

increasing the overall airfield capacity. However, in this Update, the 

taxiway needed is the extension to the existing taxiway parallel to 

Runway 6/24. Also previously considered was the installation of a 

VASI-4 system, but since cargo aircraft and their volumes are not 

proposed a regular VASI (Visual Approach Slope Indicator) system is 

recommended. This system provides a navigational aid to general 

aviation aircraft operators who are not equipped or licensed for 

instrument operation. 

Service to the Communities: The taxiway would provide no additional 

level of service to the communities. It would make the airport more 

convenient and safer to its users. 

Development Costs: The costs for the project to overlay Runway 15/33 

- $ 833,300 (1990); $1,357,400 (2000). The Federal (FAA) portion (901) 

of this overlay would be reduced by up to 40Z with the use of Air 

National Guard funding sources designed to cost-share the expense of 

joint facility improvements (i.e. runways). The parallel taxiway 

extension cost for Runway 6/24 - $2,333,310 (1990); $3,800,700 (2000), 

and Runway 15's navigational VASI - $ 60,000 (1990); $ 97,700 (2000) 

respectively. 

Airport Study - Development 

52 



- - Environmental Impact: The resurfacing of Runway 15/33 is an existing 

impervious surface. However, development of the taxiway parallel to 

Runway 6/24 could affect the environment in the following ways: 

1. Air Quality - The taxiway addition is projected to have the 

following beneficial effects on the air quality by reducing the 

air pollution emissions of taxiing aircraft by 329 hrs . /yr . 

2. Ground Water - The additional impervious surface (300,000 s.f) 

created by the would contribute to storm water runoff. 

However, all runoff water would be held on the Airport and 

allowed to percolate into the aquifer as a recharge source. 

3. Venetation - The institution of taxiway would require clearing 

of approximately six acres of groundcover from the center of 

the area of the Airport for construction of the 6000 x 50 

pavement .- 

CostlBenefit Evaluation: The development of the taxiway is a favorable 

cost/benefit as it adds both a convenience and safety feature to the 

aviation facility. The resurfacing of Runway 15/33 is a cost effective 

matter of maintenance and improved aircraft safety and has a higher need 

priority than the 6/24 taxiway. 

Financial Viability: Improvements in the taxiways and runways would have 

no significant effect on the airport's financial viability. 

Element E: ATTRACT COMMUTER AIRLINE SERVICE - This element would 

require no change in the existing airfield facilities. However, it was 

anticipated in 1980 that should a regular commuter service be established 

the passenger/public area of the terminal now being used for an itinerant 

pilots lounge and coffee shop may require replacement with approximately 

7,000 square feet of area. 
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- - Service to the Communities: An increase in commuter service would 

provide an increase in available service to the communities. Although 

the demand for increased commuter service is projected to be minimal, 

I having the service could provide an important convenience to the 

comrnunities of eastern Long Island. 

Development Costs: Development costs associated with attracting an 

increase in commuter airline service would be the terminal building only, 

which could be a shared cost with the commuter airline. 

Environmental Impact: The environmental impact associated with 

enhancement of commuter service is expected to be negligible. 

~ost/Benefit Evaluation: In order to determine the revenues receivable 

from the increase of commuter service, it would be necessary to conduct 

an in-depth costlbenef it analysis. However, the commuter service would 

be expected to generate approximately 5 new jobs at the airport at an 

average annual pay of $22,000, which, when multiplied by 2.5 for indirect 

jobs and services, would result in a total benefit of $ 2,750,000 over 

the next 10 years. 

Airspace and Clearances: There is no effect on airspaces and clearances 

resulting from enhanced commuter services. 

Financial Viability: The enhancement of commuter airline service is 

expected to have little impact on the financial viability of the 
L 

, maintenance of the airport. The new passenger handling facilities would 

r produce direct revenue as leased space to the conmuter airline 

L operations. 

Element F: LEASES - The current system has problems typical of a 

process which requires multiple reviews and sign-offs. Added to the 

circulation delays is the current requirement that a new (outside) 

appraisal be conducted each time a lease is anticipated. 

L 
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- One of the expressed concerns which initiated this Airport Plan Update - 
was the low rental rates being enjoyed by some tenants. A review of 

1988 tenancies, square footage rented and annual rents reflected an 

absence of any pattern c r  uniformity in lease rates. Another issue is 

the time involved between an inquiry by a prospective tenant and the 

execution of a lease document. The average time (1986 Airport Audit) to 

process a lease is 154 days (5 + months) after the paperwork begins. 

Due to this extended review/approval process it is reported that several 

prospective tenants have opted to seek accommodation elsewhere. 

There are several recommendations made for this key economic element of 

Airport revenues. These involve the implementation of four new elements 

to speed the process. First, FAA pre-approval of certain uses. Second, 

establishing annual rental rates with a CPI adjustment. Third, 

clarification as to the specific application of abatements of rent and 

extensions of lease terms where tenant initiated improvements are 

involved. Fourth, setting up "classes" of tenancies. This also 

involves the further defining of such tenancies to the application of 

PILOT'S (Payment in Lieu of Taxes, to the Town of Southampton) for 

exempt and non-exempt type activities within generic use identifications 

of Aviation and Aviation-related, Manufacturing, Storage, Incubator-type 

operations, Commercial, Service and Public, etc. Establishing an 

annually adjusted lease rate-table tied to a CPI should reduce some 

delay in the lease review by eliminating the need for individual 

appraisals. 

These changes would also require that a review of the draft leases by 

the legal department be conducted during the initial stages, and prior 

to the legislative resolution. Streamlining the lease approval system 

to provide a "reasonable" time frame to the potential tenant will not 

compromise the County's proper review of legitimate concerns. 

Services to the Communities: This management item would provide no 

additional level of services to the communities. What it should do is 

remove the expressed concerns about the low rents at the Airport in 
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direct competion with adjacent industrial lands. Too, the establishment . 

of leasing standards and rate-tables will stabilize the location of 

firms and their employment of community people. 

Development Costs: None. The costs associated with policy changes and 

the establishment of lease review processes and rate-tables are County 

management functions not specifically charged to the Aviation Division 

Budget. 

Environmental Impact: There is no perceived environmental impact to 

these managemeiit changes. 

CostIBenefit Evaluation: Establishing a standard approach to per square 

foot building lease costs for aviation and for non-aviation uses should 

result in an initial increase in revenues from existing tenants. The 

benefits of the Airport Manager (Director) to respond quickly and with 

accuracy to queries from interested potential tenants on permitted uses, 

lease conditions and rates and the speedier lease approval timetable is 

invaluable to the Airport. Too, the encouragement of aviation and its 

related businesses through lease arrangements will make the Airport more 

attractive to general aviation. These lease arrangements could utilize 

practices currently exercised at other municipal (NY State) airports 

which encourage aviation users to locate there by providing leasing 

costs significantly below those-charged to non-aviation tenants. 

Financial Viability: Improvements to the current leasing system will 

have a positive impact on the Airport's revenue system. 

Element 6: CHANGE MANAGEMENT APPROACH - Placing the daily management of 

an airport under the guidance of a professional management firm has been 

successful at other municipally owned airports. The success of the 

management firm is measured in its performance and completion of certain 

goals regarding new airport activity and revenues. Therefore, in 

concert with facilities improvements reconnnended in this Update, the 
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LI - utilization of professional management, the interest of a dynamic fixed 

based operator (F.O.B.) who will provide quality services to aviation is 

the combinatior that will improve the attraction and economic health of 

the Airport. 

Services to the Communities: There will be no direct services to the 

adjacent communities, but an active center of general aviation will seek 

services from the communities, as well as provide employment 

opportunities. 

Development Costs: The retention of a firm to manage the aviation 

element of the Airport is not a development cost item, but rather a 

negotiated contract for services, with either a fee being charged by the 

contract vendee, or payment made to the County by a concessionaire. 

Performance is tied to this renumeration as well as specific revenue 

returns to the County by certain target dates. 
' 

Environmental Impact: There is none. 

~ost/Benef it Evaluation: The professional management firm approach' is 

beneficial inasmuch as their success is dependent upon their ability to 

attract clientel, and thereby revenues, to the Airport. The 

improvements to the Airport, the marketing of the facility (with 

sufficient time being allowed for response) should see the goals 

attained for the aviation activity and revenues as forecasted. In 

addition the County's "oversight" should preclude any loss of momentum 

in meeting the goals. The contract, outlining the responsibilities and 

operating authority of the professional management firm will greatly 

influence the cost/benef it results. 

Financial Viability: It is recognized that the retention of an airport 

management firm will not result in instant accomplishmentof forecasted 

revenues. A three to five year period is common before the positive 

results begin to show in actual revenue returns to the Airport. To 

initiate this progression requires the County concurrently move forward 

with its improvement program in partnership with FAA and NYSDOT. 

Airport Study - Development 

57 



Section I11 - ENVIRONMENTAL IMPACTS 

After a review of the 1980 development plans for Suffolk County Airport, 

the Long Island Regional Planning Board concluded that the Airport would 

not generate a significant amount of growth on the eastern end of Long 

Island. At most, the proposed Airport Plan would provide a steady source 

of jobs in the area as the population of the east end grows and industry 

begins to develop around the facility. 

A. Population - Suffolk County, and in particular the eastern towns, 

are expected to grow steadily as the population of Long Island spreads 

further east. The projections of population for the Town of Brookhaven 

and the five eastern towns show the amount of impact this population 

shift will have on the area around the Airport. The total population 

growth of eastern Suffolk County according to the following Chart will 

slow down from its 402 growth pattern in the decade between 1970 and 

1980, to a moderate pace of 172, as forecasted. 

The population growth for only the five eastern towns between 1970 and 

1980 still reflected a 17% increase. However, assuming that the growth 
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- - in Brookhaven to 1980 was in its western section, and the future growth 

will be located in its central and eastern sections, some adjustments 

are made to the growth impacts. The resulting population growth 

forcasted under this assumption between 1980 and 1990 would be 95%, with 

another 20X growth between the years 1990 and 2000. 

B. Industrial Growth - With the upzoning of substantial industrial 

acreages in Southampton to residential zoning, the Suffolk County 

Airport will have a major role in meeting the future industrial growth 

and employment needs of eastern Suffolk. 

While the Airport may influence the location of new industrial 

buildings, its impact would otherwise be minimal. The major advantages 

to development near the Airport are the access to major roads, with 

Sunrise Highway to the north, and the Montauk Highway to the south, as 

well as the availability of vacant property suitable for accommodating 

growth yet sufficiently buffered from residential neighborhoods. 

C. Airport Improvements - The proposed development plan for the Airport 

would not generate any significant growth in the area, because most of 

the recommended improvements will only serve to increase airport 

efficiency and safety. The overlay of part of Runway 15/33 is a 

maintenance and safety item; the new hangars would increase aircraft 

storage capacity; the new taxiway parallel to Runway 6/24 would increase 

airfield capacity and safety; the removal of buildings (for other than 

their condition) would be to facilitate the development program outlined 

in this Airport Study. Furthermore, the Industrial Technology Park area 

would be only about 15 acres in size, which is a fraction of the 

available industrial land in the County. While this employment center 

would have a positive impact on the area, it would not become a nuisance 

factor to the community. The preferred combination of providing both 

the living and working environments in close proximity should be viewed 

positively by the adjacent Town and Villages in their development 

planning deliberations. 
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D. Communitv Impact - The future development mentioned would not change 

the Airport's role in the community, but would generate a need for 

additional local business and personal services to support the Airport 

facilities. Because of this, the Airport's development should not 

create traffic congestion within the adjacent communities or an 

excessive demand for community services such as power, water, sewerage, 

roads, schools, etc. The majority of vacant lands around the airport 

(not currently being considered for acquisition) ar6 zoned 5-acre 

residential, therefore their development would be controlled through 

rmicipal zoning and planning. This should insure an orderly and 

efficient pattern of growth. Lands to the north of the Airport under 

consideration for acquisition are already in a 5 acre zoning category. 

E. De~radation During Construction - While it is possible that water 

pollution may occur during construction, it must also be considered 

that construction impacts to the quality of the water in the area would 

be of a temporary nature. In promoting construction procedures that will 

protect and enhance a favorable environment, consultation with the 

contracting firms should take place prior to any construction. This 

consultation will serve to inform and instruct the builder in the 

construction controls to prevent air and water pollution during the 

Airport's development as outlined in FAA Advisory Circular 15015370-7. 

F. Citizen Concerns - As in previous Airport studies, the concerns 

expressed by citizens of neighboring communities strongly influenced 

selection of the specific recommendations. The greatest concerns were 

those associated with noise impact as well as expansion which could 

damage the natural environment. 

The airside improvement recommendations included in this Update involve 

neither an expansion of the runways at the Airport nor the clearing of 

pine barrens located adjacent to the Airport. The opportunity exists in 

these improvement programs to protect and even enhance the natural 
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; environment. The noise impact around the Airport will be essentially - 
the same with or without these improvements. However, as stated at the 

beginning of this Chapter (Mission Statement ( 4 ) )  the aviation community 

will take steps to minimize intrusive aircraft sound. 

G. Environmental Assessment - The extent of the impacts produced by the 

proposed development is required to be set out by the State and County's 

environmental review policies (SEQR). These impacts are outlined in the 

Environmental Assessment Form (EAF) required by Suffolk County on all 

County initiated projects and included in this report as Appendix 4. 
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section IV - SIlHmB.Y OF ELmENTs 

Element A: Rehabilitation of existing facilities as noted in the 

"Maintain Present Facilities". 

1. Overlay Runway 15/33 (5,000 feet). 

2. Repairs on buildings and removal of deteriorated 

buildings. 

3. South taxiway lighting. 

4. REILS on Runways 15, 33 and 6. 

5. VASI on Runway 15. 

w t  B: Enhance general aviation at the Airport by providing 

additional hangars and tie-down areas for based aircraft as well as 

itinerant aircraft. The development would be in linear form parallel to 

the existing taxiway. 

E W t  C: Develop and market the airport commercial/industrial 

technology park in concert with the general aviation area plan. 

Element D: The recommended operational airfield improvements involve 

the provision for a new extension to a parallel taxiway for Runway 6/24; 

an overlay of Runway 15/33; navigational aids (REILS & VASI) on specific 

Runways; along with improved paving of taxiways (South and Southeast). 

Element E: The commuter passenger accommodations can be at the same 

facility as used by general aviation without major changes. 

Element F: Lease Terms of Aviation and Aviation-related tenants should 

encourage their locating at the Airport, similar to practices utilized 

at other municipal airports. The method and timing of lease approvals 

could be improved. 

Element 6: Place daily management (by contract) of the Airport under 

the guidance of an experienced professional service whose expertise is 

in airport management. The County will have "oversight" of operations. 
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Section V - LAND D~~ PLAN 

A. Zonin~ Regulations - The Town of Southampton zoning map and Future 

Land Use map designate Airport as "Light Industry" (which includes 

transportation uses). The recommendations of this Update of the 1980 

Airport Plan for its development include continued aviation and 

aviation-related uses, non-aviation commercial and industrial uses, the 

continuance of some "incubator" activities as well as commercial offices 

and an industrial technology park. These would all fall within the 

parameters of "Light Industry. " Therefore, no need exists to change 

either the future land use plans or zoning uses for on-airport activity. 

However, the Townst height and bulk (lot size, street frontage and 

building coverage) regulations should not be specifically applied to the 

Airport. 

B. Off-Airport Land Use - As in the case of on-airport land use, 

recommendations for off-airport land use were also based on projected 

Ldn noise levels FIGURE 11 AIRCRAFT NOISE IHPACTS. All of the land 

within the 65-75 Ldn and 75+ Ldn areas are located on airport property 

except for approximately 3.5 acres to the northeast of the airport. It 

was recommended in 1980 that all proposed uses within the 65 Ldn area be 

reviewed as to their compatibility with such noise levels. Noise 

sensitive uses such as hospitals, schools or homes should, in most 

instances, be avoided within this "Ldn area". Again in 1980, the Town 

was encouraged to specifically avoid locating new housing adjacent to 

the Airport, and especially under the approach zones of Runways 15 and 

20 (northwest) and the main Runway 24 (northeast). New housing 

developments, including condominiums, have subsequently been permitted 

to locate near the east and northeast fringes of the Airport. 

The Southampton Master Plan also recognized the need for enhancement of 

air travel facilities and expressed the desire to avoid establishment of 

"any major civilian airport." The recommended aviation development of 

Suffolk County Airport included in this Update encourages primarily a 

general aviation purpose (with no air-cargo activity) and does not 

encourage the Airport be used as a major civilian aviation facility. 
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- - The FAA description of noise zones in terms of land use, as shown in 

FIGUBB 11, served as a guideline for analyzing land use compatibility. 

Since 1980 the advent of quieter aircraft and improved noise-mitigating 

approaches to the Airport have reduced the noise levels. An update of 

the 1980 contours was considered unecessary as it would be costly and 

may, in fact, under the revised noise standards, result in less 

restrictive contours. There should be no significant effect on land use 

in areas impacted by noisa levels below 65 Ldn, except in the case of 

locating new sensitive uses such as schools or hospitals close to the 

Airport. Any new sensitive land uses proposed for the 55-65 Ldn area 

should be reviewed for compatibility prior to approval for development. 

C. On-Airport Land Uses - The current recommendations were strongly 

influenced by the findings of the 1980 Plan and reflect many of the same 

principles of development. 

Noise Levels: On-airport land use recommendations were strongly 

influenced by projected Ldn noise levels. All land within the 75 Ldn 

contour is located on airport property and there are no buildings 

located within this contour, or the 65 Ldn contour. 

Aviation Uses: On its Existing Land Use map, the Long Island Regional 

Planning Board designated the property on which the airport is located 

as a transportation and utility land use. Delineated in FIGURE 12 

LbW) USE P '  are the - .  generalized land uses within the Airport. 

This on-Airport plan was predicated on satisfying the primary purpose of 

the County's airport property - aviation, with its essential operating 

surfaces such as runways and taxiways, to provide maximum operational 

efficiency and safety on the Airport. 

The Itinerant aircraft apron will need to be expanded beyond its present 

"parking" capacity on the flight-line in front of the terminal building 

in order to meet the forecasted demands of the year 2000. This apron 

and additional tie-down apron will be located to the northwest of the 
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- - County Action: On-airport land acquisition is not required for any 

physical improvements, however, the immediate acquisition of an 

out-parcel at the southwest perimeter of the Airport, known as the 

"Mexican Hut" parcel is recommended to prevent an unplanned use 

impacting the Airport development plan and as part of the solution to a 

new and safer entrance to the southern section of the Airport. 

Connnercial/Industrial Technolo~y Park: The Master Plan published by the 

Town of Southampton recognizes the need for development of industrial 

facilities and cites Suffolk County Airport as a suitable and desirable 

location for such facilities. 

Since the Southampton Community has limited public 

transportation and considerable distance from supportinq 

populations, industrial locations shall be, in large part, on 

the west side of the Shinnecock Canal. 

Industrial development should be of an industrial park 

character. Heavy water users and plants with waste disposal 

effluents that miaht deteriorate the  roundw water shall be 

prohibited. 

Particular attention should be ~ i ven  to the Suffolk County 

Airport as the site for light industrial development with 

airport access. 

. Therefore, in keeping with the ideals set forth by the Town of 

Southampton Master Plan, it is recommended that a commercial/industrial 

technology park be established on the western section of the Airport, 

adjacent to Old Riverhead Road. This is a proper location for light 

industrial and commercial uses. All property leased and used by the New 

York Air National Guard, the Airport's major tenant generally located on 

the southwest portion of the Airport, should be maintained as such. 

A hierarchy of commercial/ industrial uses has already been established 

within the western building area of the Airport, delineating three 
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- - general categories of use and their respective placements in relation to 

the airfield. These categories also reflect the recommendations of this 

Update which locates them as follows: (1) aviation-related industry / 
located adjacent to the airfield and the general aviation apron; (2) 

commercial and industrial park development / located along Old Riverhead 

Road but facing into the Airport; (3 )  non-aviation related industry and 

facilities of an incubator-type / located between the other major uses. 

Building Removal Pronram: In 1988 alone 17 buildings were removed with 

the removal of two more major facilities pending approval of the 

Legislature. The practice of removing these unused or unmarketable old 

military buildings has been underway for years. A specific program of 

timed removal of additional buildings will aid the marketability of the 

land, improve the aesthetics of the site and facilitate the planning and 

construction of the proposed Commercial/Industrial Technology Park. 

Building removal must be an on-going process. All buildings that are 

currently not occupied and are recommended by DPW to be removed, should 

be removed with the surfaces regraded. The remaining buildings which 

might interfere with the proposed development of the Airport, but have 

been retained because of prior leasing conrmitments, should be designated 

and specifically scheduled for demolition. The surfaces should be 

similarly rehabilitated. 

Open Space: The term "open space" is defined as that portion of the 

Airport property which is not paved and not anticipated to be required 

for any future airport growth. Although the main purpose of these areas 

is for operational and safety buffers, any future use of the land would 

require substantial expenditure for development of these areas, in the 

form of access roads, extension of utility services, etc. 

There are two areas specifically designated for open space in this Plan. 

The first is the 60t acres at the northwest comer proposed for Pine 

Barren Preserve. The second is 107 acres at the eastern boundary area, 

including the 18.5 acres mentioned previously in this Section regarding 
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non-aviation uses on the eastern side of the Airport. Within this 107 . . 

acres the removal of existing structures not needed for aviation 

purposes is recommended to encourage the re-vegetation of the area as a 

buffer to the Quogue Wildlife Refuge, located at the eastern boundary of 

the Airport. Another 28 acre area shown as "surplust' on the northern 

boundary of the Airport could be utilized for open space in conjunction 

with other acquisitions in the immediate area. 

It should also be noted that a large percentage of the Airport property 

will be in open space use which is compatible with its location within 

the "Central Suffolk" Special Groundwater Protection Area (sGPA). 

Proposed commercial/ industrial uses should be reviewed prior to their 

acceptance for leases as to their usage of water and creation of waste 

and other demands on the infrastructure. The uses should be consistent 

with the goals of Suffolk County in water protection and waste disposal 

as well as the SGPA designation. 

Aesthetic Enhancement Program: With the development of the 

Connnercial/Industrial Technology Park a program of aesthetic enhancement 

should be instituted, including the introduction of buffer strips and 

suitable plant materials. Buffer strips should be located between the: 

* commercial areas and the non-aviation related industry 

* non-aviation related and the aviation-related industry 

* aviation-related industry and the general aviation facilities 

In addition, the use of "natural" (evergreen) screening be introduced 

along the fence line fronting on Old Riverhead Road (C.R. 31) to soften 

the visible impact of the buildings in the commercial/industrial area 

while at the same time providing a noise buffer and privacy. 

Safety and design improvements should be made to the three Airport 

entrances, and the addition of a new northerly traffic access point 

innnediately adjacent to the proposed industrial technology park. 
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. . - - The existing main entrance from Old Riverhead Road (Wallen Street) - 
should remove the former guard's gatehouse and widen the roadway. This 

area should be aesthetically improved as the primary entrance to the . . 

"landside" development area of the Airport. This improvement may be an 

eligible project for joint-funding. Access to the Industrial Technology 

Park is 600 feet from this entrance. 

The re-opened "aviation" entrance roadway (Cook Street) will require 

safety improvements on Old Riverhead Road such as turning lane striping 

and a traffic control light, as well as aesthetic enhancements. 

The additional entrance (new) recommended north of the industrial park, 

intended to relieve the peak period traffic movements, will also require 

aesthetic and safety considerations in its design. 

Similarly, construction of safe turning lanes will be needed on Old 

Riverhead Road, to facilitate the movement of traffic to and from the 

"south" gate entrance to the Airport. Improvement to the existing 

entrance is complicated by its close proximity of the railroadlhighway 

crossing which is controlled by on-grade gates. Some land acquisition 

of existing cleared land on the west side of Old Riverhead Road, north 

of the south gate and opposite the Mexican Hut property, is recommended. 

D. Swmarv of Airport Land Uses - The following chart compares the 

existing land use acreages to those proposed by this Update targeted for 

the year 2000, by their general use and acreage on the Airport property. 

It should be noted that the three "open space" acreages (dedicated, 

surplus, balance) total 889 acres, representing 71% of the total site. 

The 167 acres of designated open space in the Study recommendations 

targets protection for the Pine Barrens Preserve on the north, and for 

both pine barrens and the wildlife preserve on the east. 
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Section VI - -TI- & GROUND ACCESS PLANS 

A. General Aviation Imvrovements: The location of the reconrmendations 

for facility improvements as shown in FIGURE 13 PACIIJTIES 

PLAN are on the flight-line at the west side of the Airport and parallel 

to the taxiway of Runway 1/19. Development of the needed general 

aviation facilities has been recommended in this area because of its 

convenient location adjacent to existing apron areas, hangars, and the 

terminal. This section of the Airport property also has some existing 

buildings which could be used for aviation-related facilities. The 

following discussion covers improvements not previously addressed. 
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- - Han~ars: The physical layout of the new general aviation facilities 

recommended is based on linear development. Three.sets of T-Hangars (10 

units each) are adjacent to the apron taxiway which is parallel to 

Runway 2/20 at the northern boundary of the general aviation section. 

Tie-Down Apron: South of the T-Hangars is located one segment of the 

tie-down apron with the other segment north of the T-Hangars. These 

apron areas are also to accommodate Itinerant aircraft parking. South 

of the existing tie-down area are several existing F.B.O. hangars. The 

needed additions to the tie-down area, and any future commuter passenger 

terminal facility expansion is recommended for this area because it is 

easily accessed. 

Other: Two Executive Hangars are located in this area in anticipation - 
of the corporate aircraft potential drawn to an improved airport 

facility. Also shown are two buildings for direct flight-line aircraft 

services such'as maintenance and engine repair. These "other aviation" 

uses will be provided by interested tenants or F.B.Ots. 

Fuel Storage: The new fuel storage depots, proposed by Malloy Air and 

the Air National Guard, are located outside the existing Fuel Farm. The 

controversial fuel spill negotiations for environmental remediation are 

advancing toward a final agreement. Therefore, FIGURE 16 PROJECTED 

DEvKID= COSTS will reflect the County's estimated balance of 

costs for the cleanup next to "Environmental Mitigation". 

Overlay of Taxiways: Substantial use of the South (2,000 feet) and 

Southeast (1,600 feet) taxiways necessitate their receiving an overlay 

so as to sustain their continued and safe utilization. 

CrashfFirefRescue ~ac i l i t ~ :  A new Crash/Fire/Rescue (C.F .R. ) facility 

is located on the "airside" the Airport administrative offices but also 

accessible (via Wallen Street) to the "landside facilities. With an 

improved and active Airport and development complex, the need for this 

service to both aviation & non-aviation tenants is clear. 
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-- - Passenger Terminal: Additional passenger terminal facilities should be 

located behind the existing terminal. To accommodate a future need of 

commuter activit;., the expansion of the building now being used by the 

charter and intinerant aircraft flights would consist primarily of a 

lounge for passengers waiting for commuter or charter flights, and an 

improved weather/flight information center and lounge for pilots. 

B. Comrnercial/Industrial Technolony Park: Uses of lands located on the 

western side of the Airport itself, between Old Riverhead Road (C.R. 31) 

and the proposed general aviation facilities area on the flight-line, 

are shown on FIGURE 14 BUILDING AREA LAYOUT. The siting of these 

activities was selected because it is the most accessible 50 acres 

within the Airport and had previously been disturbed with the placement 

of military facilities. Some of the existing buildings, roads, and 

parking lots may be used. They are identified on FIGURE 14 as : 

( 1 ) aviation related, (2) non-aviation related, (3) start-up "incubator" 

business, (4) commercial (incl. off ice park) business, (5) a specific 

industrial technology park, and (6) public uses. 

Of the six categories, the office park and the industrial technology 

park areas will influence positively the aesthetic quality of the 

Airport's appearance. The office park (10 acres1 will have its 

buildings facing into the Airport. Beginning with one parcel on the 

north side of Wallen Street, and bounded on the west by Old Riverhead 

Road the offices will be located on both sides of Smith Street to the 

property line of AHRC building. There will be six lots of 60,000 s.f. 

each for this land use. Within the technolo~y park (16 acres) there are 

8 lots of 80,000 s.f. each which back onto Old Riverhead Road, running 

north for about 1,000 feet to the recommended new North Access road. 

The area is bounded on the east by the back property line of the Wings 

Club and on the south by one lot of the office park which fronts on 

Wallen Street. The transitional incubator area (4 acres) is located 

between the office park and the aviation related (8 acres) lands which 

are inrmediately adjacent to the flight-line. The two non-aviation 

areas comprise of a total 8 acres within the western building area. 

Another 6 acres (public) includes the airport offices and a fliers club. 
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-. - Standards of development for the new commercial and industrial 

facilities should be considered at the Airport. These "standards" do 

not replace the New York State Building Code requirements but rather 

relate to construction site mitigation as well as how to properly 

dispose of wastes and utilize utilities, etc. The construction site 

standards can be incorporated into the preparatory work for a scheduled 

development program. Other facility use standards, in keeping with 

tenant responsibilities and the County policies, will relate to waste 

disposal, sewage and other operational requirements. 

C. Ground Access Plan: The limited improvements recomnended by this 

Update of the 1900 Report will have little effect upon the need for 

major, off-Airport ground access facilities except for the entrance for 

the south gate. The existing public roads in the vicinity of the 

Airport are considered adequate to meet all foreseeable needs of the 

Airport. Although the development of Airport property for an 

industrial/co~mnercial purposes will have the effect of increased traffic 

on this roadway network, the system appears capable of handling the 

anticipated additional non-peak demand, with the-bulk of the traffic 

travelling north or the LIRR tracks, to or from the Sunrise Highway. 

Pavement striping for left turn lanes on Old Riverhead Road (c.R. 51) 

into the Airport will improve the Airport access at two of the three 

existing entrances, at wall& Street as the "main" entrance, and Cook 

Street as the "aviation" entrance. A new entrance is recommended for a 

point immediately north of the proposed Industrial Technology Park to 

ease the traffic congestion caused by all movements having to be made 

from Wallen Street. 

One off-Airport improvement needed is the access from Old Riverhead Road 

into the southern end of the Airport. The County's acquisition of the 

Mexican Hut property (40,000 s. f )' and of sufficient land to accommodate 

a designed 90 degree crossing (i.e. NJ left turn), at a point a safe 

sight distance (150 feet) north of LIRR crossing. 
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With regard to on-Airport traffic on the west side of Old Riverhead Road , 

(C.R. 31), the existing roadway system provides ready access to all 

existing areas of landside development. Any new, non-aviation growth of 

an industrial or commercial nature may find the widths on this internal 

road network inadequate. Roadway improvements being considered for new 

commercial and industrial development should conform with. roadway 

standards utilized by the  Town/County for these types of development. 

For the anticipated aviation development which will occur adjacent to 

the taxiways on the east side of the Airport access can be accommodated 

over the existing roadway. Therefore, the consideration of the 

dedication of lands on the east side for an open space "buffer" to 

benefit the Quogue Wildlife Refuge should not include this roadway. 

One area where traffic circulation improvement possible is in the 

provision of ground access to the terminal area facilities at the 

Airport. This could be accomplished by re-opening Cook Street, the road 

running west from the terminal building and connects directly with Old 

Riverhead Road. In addition to improving the access to the facilities 

on the west side of the Airport, the Cook Street access would also 

improve the direct traffic flow to the aviation and aviation-related 

areas adjacent to the flight-line. This second entrance to the Airport 

will also facilitate the access for needed off-site fire and emergency 

vehicles. The graphic presentation of ground access both on-Airport and 

off -Airport is provided in FIGURE 15 AIRPORT GROUNJI ACCESS. 

The common mode of transportation to the Airport for employees is the 

private automobile. The minimal Long Island Railroad (LIRR) service ( 5  

per day in each direction) between New York City and Montauk should be 

adequate through the year 2000. In regard to bus service, the existing 

system (Route S-90) "Center Moriches/RiverheadW provides very limited 

service to the Airport. Improvements in response to demand could be 

implemented to make this alternate source of travel more effective for 

workers commuting to the Airport or to the industrial and commercial 

areas. 
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Section I - FACILITIES SCHEIIULE 

There are three factors which govern the timing of the Suffolk County 

Airport development program. They are as follows: 

* Improvements needed immediately to bring the Airport up to 

current standards of aeronauatical reliability in terms of 

both safety and the requirements of a general aviation airport. 

* Improvements needed as soon as feasible to relieve capacity 

limitations that exist such as infrastructure conditions. 

* Improvements needed in the future in response to projected 

increases in traffic demand and use of the facilities. 

Some "immediatet' projects, related to safety of aircraft operations, 

recommended in the 1980 Airport Plan, have been completed. This Update 

shows only a 10 year period in its recommendations, therefore, other than 

imminent safety items, there is no specific priority established. All 

recommendations are considered needed to be planned for 9. 

Section I1 - CAPITAL DEVlUBPHENT FUNDING SOURCES 

The County's cost factors for the improvement program, detailed in 

FIGURE 16 PROJECTED D~~ COSTS, relies on the federal Airport 

Development Aid Program (ADAP) legislation. The FAA participation in 

airport projects at general aviation airports will be a 90 percent share 

of the qualified costs. State and the local governments are expected to 

contribute the remaining 10 percent, with New York State picking up 7.5 

percent of this obligation, leaving the County only a 2.5 percent 

obligation. All navigational aid improvements are funded in their 

entirety by the FAA through the Facilities & Equipment Program. Some 

supplemental funding through the Air National Guard may be available for 

qualified "shared" improvements such as the Runway 15/33 overlay. 
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A. County Costs: In summary, Suffolk%ounty will be able to provide the . 

Airport with a $ 9.7 million shared-funding development program (year 

2000 cost) for as little as $ 244,000. While the environmental 

mitigation is not eligible for shared funds under this program from FAA 

and NYSDOT Aviation, the $100,000 shown is the County's "share" of the 

cleanup through a joint agreement with the U.S. Air Force. The providing 

of T-Hangers, needed for the forecasted aircraft, is a cost item to be 

borne by the benefitted tenant through lease adjustments. The major 

portion of the County's non-shared-funding expense is for building 

removal. 

B. build in^ Removal: Since 1980 there have been 25 buildings removed by 

the County. In the 1980 Report the removal of buildings was estimated to 

cost $0.70 per square foot. Applying a CPI of 6X on that estimate 

through the year 1990, the cost would be $ 1.33 per square foot. 

However, a review of recent bids showed a wide range of square foot costs 

for building removal. The costs used in this update for 1990 are in the 

$4.00 per square foot range and if applied against 20 buildings, each 

averaging the typical 2,500 square feet the costs would be $ 200.000. In 

the year 2000 (using a CPI of 5X) the cost would be close to $ 6.50 per 

square foot to remove a building driving the costs up to $ 325,000 for 

the same 20 buildings (50,000 s. f . ) . 

The preceding cost estimates are for buildings not requiring the extra 

precautions (and costs) involving asbestos removal. The removal of two 

asbestos involved buildings (43,369 s.f.) at the Airport has a per square 

foot price of $ 13.00, with the total cost of removal bid (1989) at 

$ 560,000. The structures involved are the mess hall (Bldgt 190) and the 

two-story officers quarters (Bldgt 68). The costs of these two buildings 

are added to the previously cited building removal costs, bringing this 

line item to $ 760,000 (1990) which increases to $1,237,000 (2000). 

In approaching the necessary costs of improving the Airport (using the 

figures listed in FIGURE 16) a significant portion is reflected in the 

decision to construct the Runway 6/24 taxiway extension. The cost of the 
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- -- anticipated Itinerant Apron may be deferred-dtil later years of the 

development program. If deferment is applied to these to items, the 

eventual decision to expend the funds could be based on aircraft activity 

on Runway 6/24 and the documented increase of Itinerant Civil aircraft 

operations, and related demands on tie-down areas and aviation services. 

Section I11 - USER CBABGBS 

A. Airport Operating Revenues 

There are certain Airport revenues that are directly related to aviation 

improvement expenditures, while others are related to the end result of 

marketing of the Airport for comercial and industrial development. 

In addition to the straight non-aviation building lease revenues, the 

aviation activities provide several revenue streams. 

Three management options influence the revenues: . 

1. Maintain Present Facilities 

2. Enhance General Aviation Facilities 

3. Improved Building Area 

Option 1: Maintain Resent Facilities - For the purposes of projecting 

future operating revenues at the Airport assuming the continuation of 

only present facilities, the analysis is based on present management 

policy, and the current fee schedule (established in 1988) as shown in 

FIGURE 17 m R T  FEE SCBEDULg. 

a) Aviation Activity The primary source of aviation revenues comes from 

the k i t e  operations of the fixed base operator (F.B.0) tenants who 

sell their services such as maintenance and fuel to aircraft owners and 

operators. Services of a fixed base operator nature are offered by 

Malloy Air, the largest F.B.O., as well as by Sky East (aircraft fuel, 

open bay hanger space, and tie-down rental), and Oldham (T-hanger space 

rental). These firms have terms within their leases for certain 

revenue-sharing with the County of fees collected on supplies and fuel 

sales, hanger and tie-down rentals. 
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Schedule Adopted 1988 

LANDING FEES: (For commercial 1\, and non-based aircraft only 2\) 

Maximum Gross Weight Fee Maximum Gross Weight Fee 

0 - 2,500 1bs 5.00 10,000 - 12,500 lbs 8.00 

2,500 - 5,000 lbs 6.00 12,500 lbs and over 0.701per 

5,000 - 10,000 lbs 7.00 1,000 lbs 

1\ No fee if based at the Airport 2\ No fee if fueled at the Airport - 
* * * * *  

TIE-DOWN FEES: (All aircraft - outside) 

S innle-Engine Light Multi-Engine 

Per Day 7.00 Per Day 15.00 

Per Month 45.00 Per Month 60.00 

L i~ht  Helicopter Small Business 

Per Day 15.00 Per Day 25.00 

Per Month 60.00 L a r ~ e  Business 

Per Day 60.00 
* * * * *  

HANGER RRNTAL: (Per Month) 

Open Bay Hanger T-Hanger 

Single-engine 185.00 Sing le-engine 200.00 

Multi-engine 235.00 (none currently available 

Helicopter 235.00 for multi-engine aircraft) 

FIGURE 17 
AIRPORT FEE SCHEDULE 



T - Revenues for the County are generated e- the F.B.O. and other 

aviation type uses (not ANG) as well as a few service operations, as 

follows : 

* F.B.O. Lease Payments 

* Fuel Sales 

* Saleof Supplies 

* Sales of Services 

* Tie-down and Hanger Rentals 

* Landing Fees 

The tenant contributors of revenues from this variety of sources 

(not including Landing Fees) are shown below, taken from the 1989 

annual report of the Aviation Division: 

Tenant Bld~/Area Lease Gross-Sales-Fuel Total 

Barta/Isotrans1\ 1,224sf $ 4,738 $ 3,069 (5X) $ - $ 7,807 

Dedalos Flt Schl 2,520 sf 8,200 1,765 (2X) - 9,965 

Geddes Aircraft fi 2,074 sf 4,620 107 (2X) - 4,727 

* Malloy Air 59,308 sf+ 25,780 2\ 9,884 (5X) 17,630 53,294 

5.6 ac ($.03/gal) 

Oldham Constn T-Hgrs 2,750 218 (211;) - 2,968 

Perrys Fly Svc 2,266 sf+ 8,103 2,047 (2x1 - 10,150 

0.4 ac+ Hanger 

* Sky East 8,776sf+ 21,339 1,491(2X) - 22,830 

- 2.0 ac 

Sky Sailors 1,257 sf 3,143 3,079 (2X) - 6,222 

Westhmpton Taxi 300 sf 1,100 46 (2X) - 1,146 

- - - 

1\ Left Airport 2\ Total due is $37,778 - 
b) Do Nothing Approach If nothing is done to improve the Airport, the 

forecasted aviation activity will not be realized. The number of based 

aircraft may also seek alternative airports where safety and services are 

an integral part of the operation. The resulting diminishing in sales of 

fuel and services by the F .B.O. ' s may cause them to consider moving 

Airport Study - Financing 



elsewhere. This would leave the Airpart - to the touch-n-go aircraft, 

which flights emanate from other airports. When they use the Airport for 

their flight training operations they may pay the required landing fees 

(one landing fee per five touch-n-go's) . 
With no action on the recommended Airport improvements the facility will 

continue to deteriorate. This in turn will require increased County 

budget underwriting to keep the Airport open with no' improved revenue 

generation by its users. 

Option 2: Enhance General Aviation Facilities - Once the improvement 

work begins on the recommendations for the general aviation element of 

the Airport it will attract the interest of aviation and aviation-related 

businesses. Beyond the lease revenues will be the anticipated income 

from increased aviation-related activities. 

The added revienues from improving the general aviation facilities (and 

services) at the Airport would come from rentals of hanger and tie-down 

space under the guidance of an enlightened F.B.O. It is proposed, that 

in order to meet a forecasted year 2000 shortfall in aircraft 

accomodation, that construction of T-hanger and tie-down space be 

undertaken. An existing (or new) aviation tenant, should provide the 

hangers as their cost, in combination with lease adjustments. 

Aviation Activity: Again, the primary source of aviation revenues comes 

from the on-site operations of the fixed base operator (F.B.0) tenants 

who offer services such as maintenance and fuel to aircraft owners and 

operators. Revenue from the F.B.O. and other aviation tenants is 

generated in the following ways, each of which will be discussed: 

1. F.B.O. Lease Payments 

2. Fuel and Supplies 

3. Tie-down and Hanger Rentals 

4. Landing Fees 
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- - 1 .  F.B.O.  Lease An examination of tb - two  - F.B.O. leases, of 

Malloy A i r  and Sky East, can expect (applying a 5% per year CPI 

escalat ion) t h e i r  combined 1989 lease payment of $80,607 t o  increase 

t o  approximately $131,300 by the  year 2000. 

2 .  Fuel & Services Commissions of $0.03 per gallon on f u e l  sold 

and 5 percent of the gross sa les  of suppl ies a re  paid t o  the  County 

by the tenants current ly involved in  these ac t i v i t i es .  Pr ior  t o  the 

Kuwait invasion aviat ion fue l  was se l l i ng  a t  $2.05 per gallon. In 

estimating revenues generated by t h i s  ac t i v i t y  only the "based" 

pr iva te  (not f l i g h t  school) a i r c r a f t  were included. It would be 

speculat ive t o  estimate revenues from i t i ne ran t  a i r c ra f t  which may 

re fue l  and purchase suppl ies a t  the Westhampton a i rpor t  f ac i l i t y .  

The assumptions which are applied t o  the  based private a i r c r a f t  of 

1990 and 2000 include: a )  each a i r c r a f t  f ly ing an average of 100 

hours per year; b) each a i r c ra f t  using about 15 gallons of f ue l  per 

hour, & c)  only purchasing 50 percent of t he i r  a ~ u a l  fue l  used a t  

Suffolk County Airport. A s  t o  o i l  and supplies fo r  maintenance it 

is estimated t h a t  each based pr ivate a i r c ra f t  expends $4,000 

annually, from which the County receives a 5X commission. 
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3. Tie-Down & Hanger Rentals Tkie Airport also gains revenue from. 

tie-down and hanger rentals collected by the F.B.O., at a rate of 5 

percent of gross sales (not including sales tax). The tie-down 

spaces and hangers are leased by the County to the F.B.O.'s who in 

turn rent the space to aircraft owners or users. 

a) Tie-Down Needs Within the combination of forecasted needs for 

total apron space, the itinerant aircraft apron shows the greatest 

shortfall in currently available space. Malloy Air leases 5.6 acres 

of apron and Sky East leases 2.0 acres of apron. When the analysis 

was completed of the current apron areas against the FAA standards 

for apron required, it was realized that there is only a small area 

for itinerant aircraft parking - directly in front of the Terminal 

Building. 

To determine the apron needs in line with the forecasts, the 

required square footage for fueling was subtracted from the tie-down 

areas, as was the required square footage for hanger-apron in front 

of the existing hangers. Reducing the existing apron area (440,682 

s.5.) by the required areas for hanger apron and fuel apron leaves a 

balance of 164,220 s.f. for tie-down apron which would accommodate 

(by FAA standards) approximately 58 aircraft. 

b) Additional Han~ers The present square footage available in the 

five (5.) available open bay hangers at the Airport is 63,682 s.f. 

can accomodate 47 aircraft. A sixth hanger is a ten unit T-Hanger 

for single-engine aircraft only. This provides the Airport a 

current hanger capacity for 57 aircraft. In 1989, assuming all 

multi-engine based aircraft (18) would be hangered in open-bay 

hangers, and about 50% of single engine based aircraft (30) would be 

hangered in the balance of space available, we have already reached 

a practical capacity of 48. For the year 2000 another thirty (30) 

hanger spaces should be constructed. This will provide the hanger 

space to accommodate a forecasted 30 multi-engine aircraft and a 

minimum of 50 of the anticipated 90 single-engine based aircraft. 
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- - The revenue estimates that follow are-sed on the current airport 

fees shown in FIGURE 17. Of the 84 general aviation aircraft based 

at the Airport 18 are multi-engine aircraft. It is assumed that all 

of the multi-engine aircraft are to be hangered, as are half of the 

based single-engine aircraft, with the balance of single-engine 

aircraft using the tie-down. 

While forecasting revenues generated by itinerant aircraft is 

speculative, a@ their frequency will be prevalent during the summer 

months, the cumulative use approach is used in assigning the 

following forecasts. In 1990 it is assumed that two (2) 

single-engine aircraft per month will use the tie down area at a 

rate of $45.00 per month, with eight (8) per month by the year 2000. 

The County receives 5 percent of the gross revenue which, using the 

above forecasted figures could provide $7,092 in 1990 and $11,076 in 

the year 2000 from justthese two F.B.O. activities. 
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A summary of t he  revenues expected f r m - t h e  tenants of fer ing F.B.O. -type . 

services follows. This includes t he  ant ic ipated lease revenues from the  

two primary F.B.O. 's which a re  shown a s  a (de f i c i t )  in  the  "of Total" 

l i ne  due t o  t he i r  being an expenditure t o  the  F.B.O. 

4. Landinn Fees Another source of Airport revenues is from 

landing fees, which is t h e  respons ib i l i t y  of t he  primary F.B.O. 

(Malloy) t o  co l lec t .  The County receives t he  f u l l  amount of t h i s  

revenue. Landing fees  a r e  not applied t o  Suffollc County Airport 

based a i r c ra f t .  They are applied t o  corporate a i r c r a f t  unless, 

fueled pr io r  t o  takeoff ,  o r  based a t  the  Airport. 

I t i ne ran t  (non based) a i r c r a f t  operations a re  t he  primary source of 

landing f ee  revenues. I t i ne ran t  f l i g h t  t ra in ing  operations a re  

current ly  charged one landing fee f o r  every f i v e  (5) touch-n-go 

operations. It is questioned whether these fees  (a)  can be assumed 

t o  be a r e l i ab l e  source of revenue, (b) are ef fec t ive ly  col lected 

and ( i f  there  is a negative on t he  preceding two queries) ( c )  i f  - 
t h e i r  imposition should be continued. The scheduled landing fees  

shown i n  FIGURE 17 a r e  applied i n  f i v e  a i r c r a f t  weight c lasses 

ranging from $5.00 (0-2,500 lbs)  t o  $0.70 per 1,000 l b s  f o r  a i r c ra f t  

weighing 12,500 l bs  and over. 

The calculat ion of landing fees  is i n i t i a l l y  based on revenues 

actual ly  col lected during t h e  past  two years from I t i ne ran t  general 
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- - aviation aircraft operations. In ordeeto- break down the fees to a 

number of aircraft it is assumed that no training flights were 

involved and that 80 percent of the revenues were paid by 

single-engine aircraft, with the other 20 percent being light 

multi-engine aircraft. The example of 1988 revenues of $4,662 under 

the previous fees schedule, and 1989's revenues (thru ~ctober) of 

$8,416 under the new fee schedule reflects an 11 percent increase in 

landings between 1988 and 1989, from 1,429 to 1,586 landings. 

, . 

Anticipating the number of fee-charged landings for 1989 will reach 

the 1,600 figure, reflecting 3,200 operations, this represents about 

5 percent of the estimated total intinerant general aviation 

operations (64,200) for the year 1990. The application of this 

percentage to the year 2000's forecasts of 87,600 total itinerant 

operations would result in 4,380 operations, or 2,190 landings 

5, Other Revenue Sources Other aviation-related revenues are 

generated at the Airport which sustain its operations. 

a) Control Tower Reimbursement An important source of revenue to 

the County comes in the form of reimbursement from the U.S. Air 

Force which has an agreement with the County to cover 75 percent of 
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the costs of the four ( 4 )  a i r  t r a f f i c  control tower employees. For 

1988 the amount was $156,750, which G i l d  rise (using CPI of 5%) t o  

$281,150 by the year 2000. 

b) Aircraft  Sales ~ i r c r a f t  sales,  while ant icipated i n  the  lease 

terms of aviat ion tenants, 'have been limited. The lease of the  only 

a i r c ra f t  broker tenk t  on the Airport expired i n  1990 and he l e f t  

the Airport. No revenues'for t h i s  category a re  forecasted i n  t h i s  

Uodate. With improvements to ,  the  marketing and a t t rac t ion of ,  the 

Airport ' this revenue element may l a t e r  emerge. 

Option 3: hproved Buildinn Area - The major sourcaof  revenues is from 

the leasing of Airport property and/or buildings t o  aviat ion and 

non-aviation tenants. For the purpose of the  following revenue 

discussion they w i l l  be col lect ively addressed. 

a )  Current Uses The re-use of exist ing mi l i tary buildings located i n  the 

building area on the western s ide of the Airport property has been 

practiced, with mixed success, since the County began operating t he  

f a c i l i t y  i n  1970. 

Maior Tenant The New York A i r  National Guard complex of 75 acres is 

not included i n  the  following discussion of the building areas fo r  

lease, nor i n  the annual revenue derived from these ac t i v i t i es .  The 

ANG's mission is t ha t  of a i d s e a  rescue operations. They have a 50 

year lease (through 20213, paying the County $50,000 annually fo r  

the "usa" of the Airport, with a lease renegotiation due i n  

September 1991. 

Other Tenants A s  of (8/90) there were 33 tenants and 1 subtenant 

leasing 149,182 square f ee t  within 38 buildings, plus 22.05 acres of 

land, who generated 1989 lease income t o  the County of over $300,000 

( i n  addit ion t o  the commissions revenue from services and supplies 

sales 1. 
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9 3 
Departed Since January 1989 twenty-two (22) tenants, with about 100 

Li, &, -- employees, representing 59,399 s. f . of 1ea;able space and $156,000 

in  annual lease revenues (1988) t o  the County have vacated t h e i r  

premises (26 buildings) a t  the Airport. Their motivation may have 

been i n  ant ic ipat ion of substant ia l  ra i ses  a f t e r  t he  moratorium on 

lease negotiations was scheduled t o  end i n  November 1989. The f i r s t  

reviews by the Legislat ive Lease Committee of lease renewals and new 

lease appl icat ions did not occur u n t i l  June 1990. When the new 

ra tes  were establ ished the tenant renewing a lease w a s  expected t o  

make a retropayment of the  di f ference between the  old and new rate. 

b) Future Uses The Airport could gain addit ional revenues from removing. 

.many exist ing marginally usable buildings and preparing t h i s  building 

area for  a connnercial and indust r ia l  development. This analysis a lso 

assumes tha t  t he  County would lease the land designated f o r  Office Park 

and Industr ia l  Technology Park t o  tenants at  a percentage of f a i r  market 

value who, i n  turn, would bui ld t he i r  own f a c i l i t i e s .  

Land Revenues Approximately 25 acres (o f f ice  park & indust r ia l  

technology park) of the 50 acres involved could be leased at  a lease 

ra te  of $1,800 per acre, which is 10% of the  f a i r  market value 

($18,000 per acre) placed on the land i n  the  Homan Boatyard lease 

appraisal of February 1990. I f  f u l l y  developed i n  1990, the  25 

acres would generate $45,000 i n  land revenues. The appl icat ion of a 

5X CPI f o r  the  next ten years, t o  the  year 2000, would see  t he  

revenue on the land only increase t o  $77,30Ofor the  same 25 acres. 

Buildina Revenues In  addit ion t o  t h e  land revenues there  w i l l  be 

building value revenues produced. The de ta i l  of how a building 

bu i l t  by a tenant is appraised f o r  the  purposes of establ ishing a 

lease r a t e  w i l l  be worked out by the County Real Esta te  Department 

who w i l l  continue t o  be the primary lease negotiator. 
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Professional Management Assistaxe -in attaining the forecasted 

revenue could come in the form of the marketing and encouragement of 

locating new tenants at the Airport by a professional airport 

management team. They would also contract with the County to meet 

the goals of the 1980 Master Plan Update as outlined herein, and 

make assurances to the County of facility improvements and marketing 

as well as certain levels of revenue returns within specific time 

frames . 

B. Airport Operatinn Expenses 

The security at the Airport has been an added expense for the County with 

the hiring in 1987 of a private security force. This item, under the 

professional management approach may be incorporated into the services 

provided by such management firm. While it does not erase the continued 

cost, it does extract the County from that direct responsibility. 

The proposed general aviation facilities would require a minimal 

additional annual expense for maintenance. The proposed industrial 

technology park and conunercial office center buildings would be built and 

maintained by the tenants, with the County only leasing them the land. 

Lighting, power, and water costs are expected to increase at a moderate 

rate to accomodate greater levels of operations on the Airport. Unknown 

at this time is the cost factor connected to the possibility of LILCO and 

SCWA assuming responsibility for the power and water supply serving the 

Airport. Also, with more aircraft operations, the communications 

equipment costs may increase to meet the additional operational demands. 

Some alternative funding sources i.e. NY State or aviation-related 

improvement funds may be available to assist in the acquisition of new 

flight-line and related equipment. 

The more use the Airport gets the greater the demand for repairs and 

maintenance of existing buildings and grounds. Almost all of the 

maintenance expenses shown in the Budget (1988) are for "airport systems 
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and vehicles", which w i l l  continue as  a funded prior i ty. Demands fo r  
i 

:.-building and f a c i l i t i e s  repair  fun& w i l l  incr&a -dramatically as  the 

structures (already 40+ years old) age. Tools and materials should 

decrease for  building repairs because of the diminishing number of 

or ig inal  buildings, as  w e l l  a s  the possibi l i ty  of the professional 

management firm asmming t h i s  maintenance role. The other expense 

categories should not be affected much by the  number of based a i r c ra f t  o r  

operations a t  the Airport. 

The current expense of insurance costs being borne by the County may 

rea l ize some signi f icant  savings should professional a i rport  managment be 

in i t ia ted  a t  the  Airport. The de ta i l s  of these potential  savings need t o  

be worked out in  preparation fo r  the request fo r  proposals (WP) from 

airport  management firms. 

Salaries and wages, a s  w e l l  as  fees fo r  services of non-employees, should 

not increase under the  scenario of a professional a i rport  management 

approach. Three of the s i x  County personnel assigned t o  the Airport 

could be reassigned within DPW as the Airport Manager (pr ivate management 

contractor) assumes more control of the dai ly  operations and maintenance 

of the Airport f ac i l i t y .  In 1989 there were s ix  Airport employees: 

T i t l e  Grade 

Airport Manager 25 - 

* Maintenance Supvr. 22 

Airport Light Special is t  22 

Secretar ia l  A s s t .  16 

* Airport Maint. Mechanic 15 

* Airport Maint. Mechanic 15 

Using a conservative Step 8 i n  each grade (1988 contract) the  

reassignment of the three Airport employees (*) t o  other posit ions within 

D.P.W. would resu l t  i n  a savings fo r  the Aviation Division budget of 

$87,800 in  salary alone, not including the  benefits. 
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Section IV - R E V E N U E / ~ I T U R E  CONCLUSION 

A review of the preceding income/expenditure senarios clearly indicates 

that facility improvements are needed at the Airport. Without these 

improvements, the Airport is projected to continue operating at a loss 

through 2000 and beyond. The annual losses from the "do-nothing" 

alternative could increase to over $200,000 annually by the year 2000. 

If the recommendations and improvements as outlined in this Update are 

implemented, the Airport should begin to see a noticable profit by the 

year 2000. This conclusion assumes that a professional airport 

management firm administers, regulates and maintains the Airport tenancy 

properties, encourages improved services for general aviation, while 

marketing the Airport and pursuing the approvals and shared-revenue 

funding for eligible projects. 

Enhanced general aviation facilities and the development of the 

connnercial/ industrial technology park, together should create a prof it 

close to the year 2000 depending on how quickly the land is prepared and 

the marketing strategy is implemented. 

It should be noted that the projected expenditures in this Update do not 

include the overhead and bond costs of financing the capital pro,grams., 

Section V - FINANCING DElSIONS 

Airport improvements at publicly owned airports are financed in a variety 

of ways. Among these are Federal grants, State grants, County taxes, 

general obligation bonds, and revenue bonds. Future capital improvements 

could also be financed through accumulated airport revenue surpluses. 

As indicated in Section 11 - CAPITAL DEVEWR4ENT FUNDING SOURCES of this 

Chapter, the Airport could receive substantial aid from the FAA and the 

New York State DOT Aviation programs to help finance the proposed capital 

improvements. If the County decides to pursue the joint-funding 
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initiative with FAA and NY State DOT, it would need to capitalize only 

I-$ 243.900 of the cost of the $ 9.7 million in Zigible projects. 

We have arrived at the point where the question of what comes first, 

(posed in the ExEWTIW m) whether the County invests in this 

development to encourage the revenue return, or seek the revenue up-front 

to support all the development? The second scenario is at best a "wish". 

Section m. - OTEIga CONSIDEWfIONS 

All the financial figures previously cited assume that revenues and 

expenses follow the forecasted pattern. If revenues turned out to be 

larger, or expenses smaller, a profit could be realized earlier- 

Consideration of four examples of cost-cutting/revenue-producing items 

are as follows: 

1. It was assumed in the calculations that the proposed area for 

the co~rcial/industrial development would begin generating 

revenue in 1991, with the specific industrial park element 

being fully leased by the year 2000. One way to increase 

revenues would be to aggressively market the.Airportls 

office park and industrial technology park and thereby lease 

the property more quickly than forecasted. For example, if all 

the industrial park land (16 acres) was leased by 1992 at a 

lease value of the land of $ 4,500 per acre ($ 72,000 in year 

one) it would accumulate $687,000 in revenues over the 

following eight-year period to the year 2000, using a 5% CPI. 

2, Similarly, if the 9 acres of commercial (office) land was 

leased by 1992 @ $ 4,500 per acre it would result in an 

additional $386,740 over the following eight-year period to the 

year 2000, using a 5% CPI. 

3. A line-item of $20,000 per year is proposed for future Aviation 

budgets to be allocated for special projects, in case extra 
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funds are needed for  non-budgeted expenses. This l i ne  item 

should be cumulative. I f  thisLmbney is not spent in  some 

years, a net savings for  tha t  year would resul t .  Over the 10 

year forecast period, t h i s  is an extra $200,000 t h a t  could help 

reduce losses and meet unexpected (unbudgeted) but necessary 

extra expenses. 

4. Paying the  County a commission (Fuel Flowage Fee) on the basis 

of a couple of cents per gallon of aviat ion fue l  sold at  the 

~ i r ~ o r t  w a s  established during the  1950's when Y t  was one cent 

per gallon on f ue l  dispensed tha t  sold f o r  25 cents a gallon. 

A n  amountsof $17,630.08 i n  fue l  fees w a s  paid t o  the  County i n  

1989 according t o  the Aviation Division's annual report. I f  the 

fue l  fee was calculated a t  $.04/gal then the F.B.O. dispensed 

over 440,752 gallons of fue l  during 1989. A t  $2.05 per gallon 

t h i s  would generate over $903,542 before taxes and expenses. 

The pre-paid taxes and the cost  of the  f ue l  t o t a l s  $1.65 per 

gallon. The sa le  pr ice of $2.05 minus the the taxes, fuel  cost 

and County's f ue l  f ee  ($ .04) leaves the  p ro f i t  t o  be earned a t  

$ .36 on each gallons sold which would provide a return of 

$158,671 t o  the F.B.O. for  the  440,752 gallons sold i n  1989. 

Now with t he  Kuwait s i tuat ion and the  resul tant  steep hikes in 

fue l  pr ices the  $ .03/gallon fue l  flowage fee t o  the  County is 

not rea l i s t i c .  Using a wholesale cost  of $2.00/gallon and a 

r e t a i l  sa les  pr ice of $2.50/gallon, the sa le  of the  same 

440,752 gallons would net the F.B.O. $207,153 at  $ .47 net per 

gallon. 

Another approach t o  the  fue l  flowage fee is on the  same basis 

of t he  sa les and service commissions - a percentage of **grossw 

sales. By t h i s  approach an escalation i n  sale pr ice of the  

fue l  w i l l  not require the  County t o  seek periodic adjustments 

t o  the  per gallon fee  t o  recover its f a i r  share. This "gross" 
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